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Coal and Steel Production Increases 

WO encouraging results by basic industries have just beer 

announced. Coal output for the week to November 8 
was 4,243,400 tons of which output from deep mines was 
4,025,700; this latter figure compares with 3,867,200 tons in the 
previous week, and 3,715,700 tons in the similar week last 
year. The jump in output coincided with the operation of the 
agreement for extra time in the pits, but it is thought 
unlikely that the whole of the increase can be attributable to 
this, and it is possible, therefore, that even higher figures may 
be attained before the end of the year. In October a new high 
record monthly rate of production was established for steel. 
Figures issued by the Iron & Steel Federation showed output 
during October at an annual rate of 14,316,000 tons, compared 
with 13,841.000 a year in September, and 13,226,000 tons in 
October last year. Pig-iron production also showed an 
increase to an annual rate of 8,352,000, compared with 
7.805.000 tons in the previous month, and 8,102,000 a year 
earlier. Unfortunately, coke supplies are still substantially 
below the allocation figure, and pig-iron is still below current 
requirements. The present low stocks of pig-iron and other 
raw materials are causing anxiety as limitations on transport 
mean that any interruption speedily checks output. 


* * * * 
Mr. E. W. Baker 

Regret will be felt in signal engineering circles, here and in 
India, at the early death, recorded on another page, of Mr. 


E. W. Baker, 


for some 20 years until 1942 Signal Engineer of 
the former 


Assam-Bengal Railway. It was obvious to his 
friends who met him at the summer meeting of the Institution 
of Railway Signal Engineers that his health was gravely im- 
paired, but the news of his passing, at the age of 46, neverthe- 
less, has come as a shock to those who knew him well. He 
built up on the Assam-Bengal Railway a signal system stamped 
with the results of his love for his work and his high profes- 
siona! abilities. He took a considerable part, in association 
with others, in developing double-wire equipment to meet the 
conditions met on his line, and conducted a detailed investi- 
gation into the practice followed in that type of mechanical 
signalling in the leading European countries, embodying the 
results in an able report. He was a very hard worker, and 
he carried a remarkable enthusiasm into every task to which 
he set his hand. 
* 4 * « 

Tourist Spending in Great Britain 

It is now possible to review the results of the first post-war 
season for overseas tourists. By the end of September, 1947, 
there had been 312,284 visitors from abroad, compared with 
the official estimate of 250,000 for the full year, and during 
the peak months of May to August the number of tourists 
was 90 per cent. of the equivalent traffic in 1938. It has been 
estimated that the revenue from 350,000 visitors now expected 
for the whole year will be about 20 million pounds exclusive 
of passage money by sea and air. No less than one-third of 
the visitors came by air. These figures were given by Lord 
Hacking at a conference held by the British Travel Association 
last week. From inquiries made it would seem that, although 
conditions in Great Britain at the present time are hardly 
such as to encourage overseas tour:sts, those who have taken 
the risk have expressed themselves as being well satisfied with 
their visit, having found conditions better than they expected. 
It is expected that in 1948 there will be some 450,000 visitors 
though the number of Empire tourists, who before the war 
stayed the longest and spent the most, still will be limited to 
no more than 60,000 because of shipping difficulties. 

* * * * 

Suburban Problems in South Africa 

Statements issued direct to the public explaining why 
suburban travel is subject to delays have appeared at various 
times in this country. One was distributed by the Southern 
Railway during the construction of the flyover at Wimbledon, 
and another, from London Transport, showed why the re- 
signalling and rearrangement of tracks between Wembley Park 
and Harrow caused delays to Metropolitan Line trains. Both 
examples appeared before the war. A new pamphlet on 
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similar lines has been published by the South African Railways 
& Harbours for the information of Witwatersrand and Pretoria 
suburban travellers. The problem here is shortage of rolling 
stock, coupled with an increase of 1.034.743 in the number of 
passengers carried in the February-April period this year 
compared with 1946. A quotation from Goethe, * That which 
we understand we cannot blame,” prefaces the account of the 
administration’s difficulties. Suburban roiling stock is being 
used as intensively as possible, and at Johannesburg and else- 
where new platforms are being built to minimise waiting outside 
stations. Further alleviation is expected when the first of 54 
electric motor coaches ordered from the Metropolitan-Cammell 
Carriage & Wagon Co. Ltd. begin to arrive in December this 
year. A further 25 vehicles were ordered from the Birmingham 
Railway Carriage & Wagon Co. Ltd., all of which are expected 
to be delivered by July. 1948. 


* ~ « 


Overseas Railway Traffics 


There were declines in Buenos Ayres Great Southern and 
Buenos Ayres Western receipts for the week ended October 25. 
amounting to ps. 213,000 and ps. 34,000 respectively. Both 


systems recorded improvements in the next seven days, but the 
net result for the fortnight on the B.A.G.S. was a decrease of 
ps. 148.000. The Buenos Ayres Western, on the other hand. 
with a gain of ps. 278.000 in the second week. was ps. 244,000 
up on the fortnight. Central Uruguay traffics have continued 
their falling tendency, with decreases of £7.174 and £14.497 in 
the two weeks ended November |. The aggregate result is 
now £80,452 behind the preceding year. A minor decline of 
£910 on the Antofagasta (Chili) & Bolivia in the 43rd week 
was amply offset in the next seven days by an improvement of 
£17,450. Weekly results on the Paraguay Central have shown 
continuous improvement since normal conditions were restored 
after the revolution in the country earlier this year, but there is 
the 


still a leeway of G 76.068 to make up on aggregate. 
Some results are compared below: 
No. of Weekly Inc. or Aggregate Inc. or 
week _ traffic dec traffic dec 
Buenos Ayres & Pacific* .. . 8 2,600 245 45,285 +5,752 
Buenos Ayres Great Southern*... 18 3,125 65 58,663 + 816 
Buenos Ayres Western* ... 18 1,533 +278 24,925 + 3,378 
Central Argentine* : 18 3,550 +426 + eed — 
£ £ 
Canadian Pacific 39 6,943,250 +463,500 58,232,250 +4,570,500 


* Traffic returns in thousands of pesos 
A decrease of £29,250 in C.P.R. 
tember gave an improvement in net earnings of £492,750. 


working expenses for Sep- 


* * * * 


Output of G.W.R. Concrete Depot 

Concrete articles were first made by the G.W.R. at Taunton 
50 years ago, when in 1898 two disabled masons were put to 
work making platform paving slabs, and from this modest 
start the depot has grown until now its output is 200,000 
items a year, including 200 standard articles supplied regularly 
to all parts of the system. The impression gained trom a 
visit to the depot, which forms the subject of an illustrated 
article elsewhere in this issue, is that it would be difficult to 
imagine how a more general use of concrete could be made. 
and that, apart from the merits of concrete as a_ building 
material, as a substitute for materials now in short supply 
its possibilities seem endless. As regards quantities, an out 
put of 63,000 concrete sleeper blocks and 34,000 standard 
building blocks for the first half of 1947 not only represents 
a substantial saving in timber and bricks, but it has enabled 
work to be completed which otherwise might have been 
delayed indefinitely. Another result of the shortage of timbe: 
has been to increase the use of concrete sections—precast to 
allow speed in erection—for the construction of station build 
ings and bridges, which represents another important part of 
the work now carried out at Taunton. 
Chicago Transport Unification 

An important step towards the unification of urban pas 
senger traffic in Chicago was taken on October 1, when the 
Chicago Transit Authority acquired the physical properties of 
the Chicago Surface Lines and the Chicago Rapid Transit 
Company. The purchase price of these two privately-owned 
transport systems was $75,000,000 for the former, and 


$12,162,500 for the latter, compared with a combined book 
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value of $268,000.000. The properties taken over include 17] 
track-miles of rapid-transit railway (exclusive of run: 
powers in the city-owned underground railways), 1,092 tr 
miles of tramway line, 59 miles of trolleybus route, and 429 
miles of bus route. The Authority began its operation of 
these properties by increasing the surface fare from 9 ¢. to 
10 c.. but retains the 12 c. fare for the rapid-transit division, 
Transfer routes under the new system are greatly extended, 
The broad powers and exceptional autonomy of the Chicigo 
Transit Authority make it unique among transport under- 
takings :n the U.S.A. It was established by an Act of the 
lilinois General Assembly in 1945, and is required by law to 
keep its operations financially stable, but is completely in 
pendent of outside control over its fares and surface. 
administrative unit. the Chicago Transit Board, is composed 
of seven members, of which four are appointed by the Mayor 
of Chicago and three by the Governor of the State of Illinois. 
The Authority has a $150,000,000 ten-year programme of 
rehabilitation and improvement. which includes the purc 
of 500 new 90-ft. subway-elevated cars; rehabilitation of the 
elevated structure; complete signalling of the subway-elevated 
system, at present equipped with signals only in part: and 
conversion of street tramways to bus operation. 


ng 
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* * K * 

Electric Braking of High-Speed Trains 

The rapid advance in passenger train speeds in the United 
States, where maxima of 100 to 105 m.p.h, are now common 
with the streamline services over certain routes, has compelled 
very close attention to the problem of braking. In the latest 
equipment, electrically-actuated air-brakes, in conjunction with 
devices which automatically release and re-apply the brakes in 
the event of wheel-skid, and automatic sanding on individual 
cars, are a feature. Current for braking is supplied from an 
axle-driven generator, at a voltage varying with the train 
speed, and operates through a governor to energise relays 
which proportion the pressure of the brake-shoes to the 
of the train at the moment of application. Through the 
brakes. high brake pressures are applied at high speeds. 
gradually reducing as the speed falls, and so both providing 
for smooth and even stops in a minimum of distance, and also 
reducing wear-and-tear of brake rigging and rolling stock 
generally. If disc brakes are in use, no governor is required. 
Che anti-wheel-skid devices, also electrically applied, play an 
important part in the retardation, and preserve both tyres and 
from the severe abrasive action that results from  skid- 
ding. In normal conditions this system supplies brake-cylinder 
pressure at 75 lb.. increased in emergency to 100 Ib.. or 
250 per cent. of the coach weight. in emergency stops from 
65 m.p.h. upwards. Calculations made by railways. which 
have this braking system in use on their high-speed trains. 
show that on 1,000-mile streamline schedules roughly 1 hr. 
on an average can be economised in speed reductions, which 
means that running speeds in general can be eased by § to 

per cent., or overall times can be reduced. 


speed 


clasp 


rails 


* * * * 
Sectioned Views of Converted “Royal Scot” 

Mr. H. G. Ivait, Chief Mechanical Engineer, L.M.S.R.. has 
sent us a new drawing by Mr. V. C. Stockton, one of his staff 
at Derby, which we reproduce elsewhere in this issue. Two 
previous drawings by Mr. Stockton, which were published in 
our issues of June 15. 1945, and May 24, 1946, illustrated four- 
cylinder (4-6-2) and two-cylinder (4-6-0) locomotives 
tively. The subject of the new drawing is a three-cylinder loco- 
motive, one of the converted “ Royal Scot” 4-6-0s (power 
classification “ 6P ); and a good deal of additional information 
is conveyed by the simple expedient of placing the viewer 
towards the rear of the locomotive, so that he is looking to- 
wards the front end. (In the other two drawings the reverse 
was the case). To prevent the view of the inside-cylinder valve 
gear from being obscured by the left-hand cylinder and motion. 
the latter has been made the subject of a supplementary view. 
By taking us round these carefully-selected engines of different 
classes. and by showing us a different point of view each time. 
Mr. Stockton has managed to cover a great deal of ground 
in a most economical fashion. In congratulating him on his 
new achievement. we should like to express the hope that 
further examples of his art may be forthcoming. 
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Wagon Shortage Problems 


NE of the most pressing problems now facing the railway 
managements is that of providing sufficient wagons for 
the movement of traffic during the winter months; the British 
Transport Commission and Railway Executive will inherit 
this problem when they become responsible for the manage 
ment and operation of the railways on January | next. The 
position is that at the present time the total stock of railway 
owned and requisitioned privately-owned wagons is just over 
1,000,000, and nearly 200,000 of these are under and awaiting 
repair. As the result, there are something like 50,000 
wagons available for traffic than there were at the 
sponding date of last year. 

It will be recalled that last winter, particularly during Feb 
ruary and March, when railway operating is most difficult fo1 
climatic reasons, very extensive restrictions had to be placed 
on the conveyance of merchandise, which caused serious 
hindrance to many businesses. Although it is hoped that the 
unprecedentedly severe weather conditions which seriously 
retarded traffic operations will not recur this winter, the 
position is that, with a reduced number of wagons available. 
the railways will be called on to deal with considerably 
increased tonnages if the targets which have been fixed for 
the production of coal and iron and steel are achieved. 

The latest estimate of coal production for the six months 
October to March, 1948, is about 101,000,000 tons, which is 
an increase of 2,500,000 tons on last year. To this must be 
added the additional coal which could be raised as the result 
of the miners agreeing to work extra time either daily or on 
Saturdays. The tonnage of additional coal which will be 
raised is uncertain, but it may reach between one and two 
million tons. From this total production has to be deducted 
the tonnage used at the collieries and for miners’ coal, etc., 
but, after allowing for any additional assistance which can 
be rendered by the use of road and canal transport, it is 
clear that the railways will be required to convey more coal 
than they did last winter. 

[he iron and steel industry is making every effort to reach 
the very high production target fixed by the Government, and 
it is estimated that something like 4,000,000 tons of additional 
raw materials and finished materials will have to be conveyed 
by rail during the winter compared with last winter. So far 
as general merchandise is concerned, it is reasonable to assume 
that Government traffic will continue to decline, but it may 
be that the expected increase in national productivity of general 
merchandise will more or less equate this. 

At present, even with good operating conditions, the colliery 
requirements are only just being met; it is not possible to 
deal currently with all the steel traffic, although the tonnages 
recently given in the Press of steel which cannot be moved 
from steel works are exaggerated; and the wagon requirements 
for general merchandise are being met only by the fairly 
extensive use of mineral wagons for certain specific traffics 
other than coal and minerals. If the expected increases in 
coal and iron and steel traffic become effective, they will 
prevent, at least partially, and possibly entirely. the use of 
mineral wagons for general merchandise. 

The rap:d adoption of the five-day week in industry is causing 
many thousands of wagons to be immobilised for two days a 
week, as many firms are not at present unloading nearly as 
many wagons on Saturdays as they did previously. These 
factors, coupled with the smaller number of wagons available 
compared with last year and the assumption that the move 
ment of coal will continue to be given the highest priority. 
make it fairly certain that more extensive restrictions will be 
necessary on the acceptance of merchandise traffic than was 
the case last year. Difficulties are also being experienced 
through the shortage of footplate staff and certain operating 
grades, which are accentuated by the call-up of men for 
service with the Forces. 

These factors present a fairly depressing outlook, but there 
are other considerations to be taken into account. For many 
months special efforts have been made to bring additional 
wagon repair facilities into use, with the result that the num- 
ber of wagons repaired weekly has reached the highest re- 
corded total. It is expected by the end of the year a fairly 
substantial number of additional wagons will be available com- 


less 
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pared with the same date last year. and the position should 
improve slowly. 

The special arrangements made to expedite the repair of 
locomotives are beginning to show results and, if the flow of 
materials can be kept up, we understand that appreciably more 
locomotives will be available by the end of the year than were 
available last December. On the other hand, the recent an- 
nouncement by Sir Stafford Cripps that sufficient steel could 
be made available in 1948, and possibly 1949 only, for the 


construction of such a limited number of locomotives and 
wagons rules out any possibility of overtaking any of the 


arrears of renewals which accumulated during the war. 

It, therefore, appears that a general shortage of wagons is 
likely to be experienced during the next three or four months. 
[his makes it essential that every possible means should be 
adopted immediately to increase the output of repaired wagons. 
even if this means working longer hours where the supply of 
material permits this being done; and to expedite transits and 
the clearance of wagons at terminals generally. Considerable 
attention has been paid to the latter point by the railways 
generally and, broadly, the present turn-round time leaves little 
margin for improvement. 

Urgent representations should be made to jndustrial con- 
cerns and traders as to the vital importance of unloading 
wagons with the utmost dispatch, even if it involves them in 
additional cost. In particular, special measures must be taken 
to ensure that wagons are not unduly immobilised by the 
adoption of the 5-day week in industry which, in some districts. 
has been reduced to a 4 or 43-day week with longer daily 
working hours so as to facilitate spreading the electricity load. 
The brunt of any wagon shortage must fall primarily on 
general merchandise, and it would be most unfortunate if the 
swift development of the country’s export trade at this critical 
time were hampered by failure to secure the utmost use of 
the available wagon stock. The active co1operation of rail- 
way managements, staff and traders in this task, therefore, is 
of paramount importance. 

* * * * 
Railway Operating Criticisms 

N the motion for the adjournment of the House of Com- 
mons on Friday, November 7, Mr. J. A. Sparks, the 
Labour Member for Acton, who, before his election, was a 
railwayman, raised the question of railway transport oper- 
ations. Space does not permit of our giving a full report of 
the interesting debate which followed, but a summary is given 
elsewhere in this issue. In the course of his speech, Mr. Sparks 
quoted figures to show that there were more locomotives avai!- 
able on the railways at present than there were in 1938, and 
that the volume of freight train traffic to be carried was con- 
siderably less than pre-war. He argued that there is far too 
great a waste of engine power, arising largely from deteriora- 

tion in the standards of operation. 

So far as passenger trains are concerned, he stated that 
only 29-6 per cent. of express trains run to time and 37 per 
cent. are over 30 minutes late, while only 66 per cent. of 
local trains run to time. The bad time-keeping of passenge 
and freight trains was reducing the availability of locomotives 


and wagons and, in his view, the present shortage is not 
numerical but an artificial one created by lower operating 
standards. 


While admitting that there was a largely increased number 
of wagons off for repairs, he argued that, the facts that freight 
train tonnages were down by 15 per cent., new wagons coming 
into service were of higher tonnage, and the more economical 
use of private owners’ wagons resulting from requisitioning. 
had offset this increase. He claimed that if a 50 per cent. 
increase could be effected in the time-keeping of passenger 
and freight trains it would yield all the additional wagons 
required to bring transport operations to their maximum 
point of requirement for this winter. 

As to improving traffic movements and operations. there 
must first be speedier repairs to locomotives and wagons. 
and in this connection, he criticised the present standard of 
equipment in many railway workshops. He also urged that 
the conversion of locomotives from coal to oil-burning should 
be accelerated, and enquired why the railways had converted 
only 34 out of a total of 1,217 locomotives which it was 
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announced last year would be so converted. He pressed for 
the extension of the automatic train control system, not only 
for the prevention of accidents but also to assist enginemen 
in maintaining time during periods of bad visibility. 

He agreed that there is a shortage of skilled staff, partially 
attributable to lack of housing accommodation, and instanced 
the fact that at present 250 members of the footplate staff, etc., 
at Old Oak Common Depot had to sleep in railway coaches, 
notwithstanding the efforts made by the G.W.R. Housing Asso- 
ciation to acquire land for building houses, in which the 
Ealing Council had declined to assist. He contended that 
there had been an increase of indiscipline among railwaymen 
because of the direction of men into the railways during the 
war, and complained that the centralisation of authority had 
robbed lower officials of their initiative and control over staff. 
In particular, he criticised the train control system as depriving 
signalmen of their former powers for deciding the priority 
of traffic. 

In his reply for the Government, Mr. James Callaghan, 
Parliamentary Secretary to the Ministry of Transport, criticised 
aS nonsense a recent press article stating that a creeping 
paralysis is overtaking the railways, seeing that the present 
railway effort in regard to freight train traffic is greater than 
it was pre-war. In support he mentioned that the net ton- 
miles for the first 36 weeks of 1947 (which, incidentally in- 
cluded the period when industry was at a standstill in the 
Spring because of shortage of coal and power) were 
13.642,000,000 compared with 11,190,000.000 in the correspond- 
ing period of 1938. 

Further, taking 1938 figures as 100, the ton-miles per engine 
hour in 1946 were 110-6, and for the first eight months of 
1947 110-1, the latter figure being affected adversely by the 
bad weather in the spring. As to the coming winter, the 
railways would be running fewer passenger miles; there are 
no major embargoes on the acceptance of freight, which was 
a distinctly better position than last year, and the wagon 
building rate had been increased. As to the very large number 
awaiting repair, he claimed that the peak number was passed 
a fortnight ago, and the curve had now started to turn 
downwards. He paid tribute to the vigour and energy with 
which the railways had tackled the problem and had no 
doubt there would be a substantial improvement in the total 
number of available wagons in six months’ time. 

Summarising the position, he said if the railways are not 
asked to carry any more freight than at present, it is probable 
that apart from fog, snow and ice, they would be able to 
get through the winter satisfactorily. On the other hand. coal 
and steel output is rising and the Ministry was budgeting 
for something like a 20 per cent. additional carriage of steel, 
pig iron, limestone, and other minerals. If difficulties arose, 
it would be because the products of the country were in- 
creasing. On the debit side, so to speak, were the speed restric- 
tions caused by the deferred maintenance of the track and 
the fact that the five-day week in industry was preventing 
the rapid turn-round of wagons. 

As to automatic train control, the railway companies ex- 
pected to furnish their report to the Minister very shortly as 
to what better systems cou'd be introduced generally to reduce 
the likelihood of accidents in fog. He also mentioned that 
consideration was being given to increasing the demurrage rates 
for the purpose of coercing the small number of traders who 
were failing to clear wagons promptly. With regard to 
nationalisation of the country’s transport system, not only was 
it bound to result in increased efficiency in the long run, but it 
would make the full use of the talents of the people employed 
in it. 

We notice that Mr. Callaghan did not challenge the figures 
as to locomotives available which were quoted by Mr. Sparks, 
but we understand those he gave did not make allowance for the 
large number of engines stopped for repairs at running sheds 
which is appreciably greater than pre-war and, as the result, 
the number actually available for traffic in June, 1947 (and at 
the present time) is less than pre-war. The statement that 37 
per cent. of express passenger trains are 30 minutes late is also 
quite erroneous. As to the staff at Old Oak Common, the 
facts are as stated, but the company has arranged for a hostel 
to be built to provide better facilities for the staff. 

As to the conversion of locomotives from coal to oil burn- 
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ing, we understand that further conversions are being held up 
pending some elucidation of the oil fuel position, but that, in 
the meantime, the completion of the oil fuelling installations js 
proceeding. With regard to automatic train control, the exist. 
ing G.W.R. system had not been planned to operate with the 
multiple aspect signals used on other companies’ lines but, as 
indicated in our October 17 issue, experiments have shown 
that it can be so adapted, and we understand that the railway 
companies’ report on the matter will be completed shortly. 
Mr. Callaghan said that the consideration by the railways of 
the matter of what better systems could be introduced to 
reduce the likelihood of accidents in fog was now complete. 
* * * * 


Mr. Pope on Transport Organisation 


ne in this issue we print salient extracts from the 

paper Mr. F. A. Pope read to the Institute of Transport 
on November 10. He took as his subject “ Principles of 
Organisation for Large Undertakings ” and we could not help 
wondering whether he had in mind the type of organisation 
which the Transport Commission may establish. It is true 
that Mr. Pope refers to certain great businesses such as 
“ LC.1.” and “ Unilevers,” but there is a marked difference 
between these commercial combines and public utilities cover 
ing the whole country. Wide as the ramifications of these 
private enterprises are, to a large extent their activities are car 
ried on through subsidiary companies, which are left to pursue 
their own course provided that their financial results are satis 
factory. 

The status of a public utility, entrusted with a monopoly 
of supply, is different. To be successful, a public 
utility has to satisfy universal needs and to keep 
in favour with the populace. Its organisation must 
therefore be drawn on broad lines with an eye to criticism 
from representative public bodies. In particular, public trans- 
port undertakings will, in normal circumstances, be subject 
to competition from private carriers which cannot be dealt 
with in the same way as a commercial combine might handle 
a trade rival. So public relations become of first-rate import- 
ance. 
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Diagram showing organisation submitted by Mr. Pope 


_ We agree heartily with Mr. Pope that changes in organisa- 
tion should be made gradually and that the new duties of the 
staff concerned should be defined in detail. We are not so 
sure that we follow his argument that the more the necessity 
for consulting other people before action can be taken, the 
greater the degree of inefficiency in the organisation. The 
duties and powers of each officer cannot, it seems to us, be 
scheduled so that he can carry out his responsibilities on his 
own initiative. There must be frank consultation with his 
fellow-officers and we have great respect for the machinery of 
joint reports and jointly signed plans, which commit all the 
officers concerned to agreed recommendations. 

Mr. Pope said a good deal about research and seemed 
to favour a separate establishment for scientific research and 
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for Operational research to improve equipment and methods. 
Probably he is swayed to some extent by Lord Stamp’s 
enthusiasm for independent research, apart from the day-to-day 
work of the railway. It seems a sufficient commentary to quote 
the Opinion of the Association of American Railroads that 
much of the technical research of the railways is done in 
their engineering departments and drafting rooms. Further, the 
\.A.R. hold, contributions to the safety, economy and effici- 
ency of railroading come through the “continuous thought and 
effort by all elements of the railroad industry to produce for 
the public a continually improving railroad service.” 

After laying down the principles which should underlie 

sound organisation, Mr. Pope submitted a diagram showing 
an Outline of the scheme he favours. which is reproduced 
on the previous page. It will be interesting to see how far this 
is an anticipation of the shortly to be announced organisation of 
the British Transport Commission and its Railway Executive. 
In principle this differs little from the scheme for reorganising 
the old North Eastern Railway which Sir George S. Gibb 
introduced in 1902. The essential voint is the clear division 
between accounting, engineering, and, above all, operating and 
commercial functions. Mr. Pope’s diagram. of course, covers 
a wider field and involves the setting up of regions, but these 
correspond to all intents and purposes with the areas which 
the London & North Eastern Railway established in 1923. 
when it extended the North Eastern organisation, with some 
adjustments, to the whole of the amalgamated territory. 

We quite agree with Mr. Pope that, under any organisa 
tion, there should be proper devolution of authority. We also 
share his faith in leadership, but doubt whether “the heads 
of any large organisation should know, bar accidents and 
illness, the names of successors to every important post 5 years 
ahead.” Five years is a long term in the railway profession 
and many reputations have been made or marred in a shorter 
period. We are glad, however, that Mr. Pope has put forward 
his ideas on a subject which is of vital importance at the 
present time when old institutions are passing through a tran- 
sition stage and transport is ceasing to be a private enterprise 
and becoming largely a State-owned service. 


* * * * 
66 * 99 
Southern Electric 
66 E managers are not interested in electrification as 
electrification. Nor are we interested in steam 
locomotives as steam locomotives.” Thus Mr. John Elliot. 


Acting General Manager of the Southern Railway, in opening 
the discussion on Mr. C. M. Cock’s paper on Southern Railway 
electrification at the Institution of Electrical Eng neers on 
November 6. There was no fitter time and place to bring 
home the truth once again that the object of railways is to 
move traffic as and when it offers, and not to act as a testing 
ground for engineering advances or retrogressions, for Mr. 
Cock’s paper (a summary of which appeared in our issue 
of November 7) dealt with what has proved one of the most 
successful means of moving traffic of a particular kind. To 
elevate that means into an end would be easy; all too easy, for 
two speakers in the ensuing discussion, one of them an ex 
President of the Institution, found the temptation too over 
powering and began pressing for complete electrification of 
British railways instead of humbly digesting the words of Mr. 
Ell‘ot at the beginning. 

The almost phenomenal operation of the Southern electric 
system has been built up by the successful marriage of policy 
and administration—of a clearly-defined object with correct 
means of attaining that object within the resources available. 
rhe initiation of the first, and the holding of it, was due 
largely to Sir Herbert Walker as General Manager of the 
London and South Western and later of the Southern; and he 
saw to it that those who were to be his successors were well 
trained in keeping policy distinct from methods. For the 
second part, the Southern has been well served technically by 
competent electrical engineers—Mr. Herbert Jones and Mr. 
Alfred Raworth—who did not waste time or money with 
expensive regrets, but, the low-voltage d.c. system having 
been sanctioned, got ahead and applied every possible advance 
in electric technology to the improvement of that system. 

No better person than Mr. Cock could have come forward 
to record with appreciation the prescience and ability of the 
three railwaymen named in the preceding paragraph, for Mr. 
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Cock himself had nothing at all to do with Southern electrifica- 
tion until he was appo'nted Chief Electrical Engineer so 
recently as 1945. Therefore his tribute was free from old 
emotions or ties, and based only on the efficiency of the system 
as he found it. A lesser man would have endeavoured to stress 
the difficulties with which his predecessors left him; evidence 
in the paper and during the discussion, when over 700 persons 
were packed into the hall and adjacent rooms, indicated that 
Mr. Cock had appreciated his predecessors’ work as a sound 
base from which to make further technical advances, some of 
which, such as motor design, higher rates of acceleration, and 
improved coach design, were enumerated. Moreover, the lengthy 
discussion, in which the electrical engineers of the L.M.S.R. 
and L.N.E.R. took part, showed that the other group lines 
were keen to develop their low-voltage d.c. systems to the 
greatest possible extent. Unless the British railway system is, 
in effect, sabotaged by nationalisation, we have not seen the 
culmination of “Southern Electric” in either quantity or 
quality. 


* * * * 


Modernisation of Argentine State Railways 
HE Argentine State Railways have under consideration a 
scheme of modernisation of rolling stock, and in this con- 

nection two representatives of United States builders of rail- 
way equipment have been visiting Buenos Aires. They have 
expressed the opinion that when the modernisation programme 
has been made effective, Argentina will have one of the most 
efficient and extensive railway systems in the world. In all, 
326 passenger coaches of various types are required under the 
programme envisaged to enable replacement of existing stock 
on all the main lines of the system to be carried out. It is 
understood that this programme probably will be the first 
of a series to be undertaken by the railways in the country 
when those at present owned by British companies finally 
are taken over by the State. 

The representatives of the American contractors have 
emphasised that the Argentine State transport officials have an 
excellent opportunuity of profiting from the experience of the 
railways in the United States, where competition from air 
and road companies has made it necessary for the railways 
to provide faster, safer, and more comfortable equipment than 
formerly. They have also been to pains to explain that, 
apart from the greater safety of the latest type of American- 
built stainless steel coach, there are other important advantages 
such as economy and maintenance by the elimination of 
corrosion and the need for re-painting; that the light weight 
of the vehicles makes possible economies in operating because 
less haulage power is required, greater speeds may be obtained 
with less wear on bogies and wheels, and rapid brake action 
is assured. ; 

They have also emphasised that the latest stainless-steel 
trains in the United States have proved very popular with the 
travelling public, not only because of their external appear- 
ance. but also because of their greater interior comfort. These 
include the use of the latest air-conditioning methods, which 
eliminate the opening of carriage windows, which, it is argued, 
would be a great advantage in certain parts of Argentina 
because dust in carriages would be eliminated by large air- 
ducts and viscose filters which would provide every carriage 
with a constant flow of fresh, cool air. Moreover, for long- 
distance travel, the latest types of carriages would offer a 
number of advantages over those at present in use, such as the 
ability to carry more passengers in the same sized carriage, 
despite the fact that each individual sleeper in the new coaches 
would be equipped with private toilet facilities. 

These are the principal points which have been made by the 
representatives of the United States rolling stock builders. 
It should not be concluded, however, that British manufac- 
turers of rolling stock are not alive to the potentialities of 
the Argentine market, or that they are unable to supply 
rolling stock as least as modern and as comfortable, and pro- 
bably of greater durability, than those being advocated by the 
spokesmen for the United States industry. The British 
carriage building industry has a longer and wider ex- 
perience in the requirements of overseas railways to 
draw on than its American counterpart. A. striking 
example of these products was provided by the Royal 
Train which was used by the King and Queen and the two 
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Princesses, and their entourage, during the Royal tour of the 
Union of South Africa last winter. Those coaches were air 
conditioned, and, notwithstanding the speed with which it was 
necessary to complete the order to comply with the require- 
ments of the South African Railway Administration, they were 
equipped on the most modern lines. 

The bid to obtain Argentine railway business which is being 
made by the United States manufacturers is being watched 
keenly by the British industry, which is not without its repre- 
sentation in Argentina. It may well be that a more aggressive 
policy might be adopted by the United Kingdom interests, and 
that more energetic measures could be taken to offset the infil- 
tration of American influence into a market which has long 
and close ties with this country The difficulties which the 
British rolling stock industry has to face in present circumstances 
are considerably greater than those of its American competitors, 
but, in view of the emphasis which at present is being placed on 
the need for exports, there is no doubt that all reasonable and 
practicable steps will be taken to promote sales in that country. 
Probably this subject will attain greater prominence when the 
official agreement for the transfer of the British-owned Argen- 
tine railways is completed, and when the long-negotiated finan 
cial agreement between the two countries is signed. It is not 
expected that ratification of these pacts will be delayed much 
longer. Meantime, the British industry is maintaining contact 
with the Argentine authorities. 


* * * * 


The Nelson Research Laboratories 


ODERN ideas of manufacturing involve not only good 
design as an indispensable pre-requisite, but also the 

use of as little and as good material as possible, and the prov- 
ing of performance in the worst conditions of operation likely 


to be encountered by the finished articles. These wide con 


ceptions of manufacturing responsibility lead to the provision 
of extensive testing plant by our leading industrial concerns, 
both as a guarantee of quality and as a means of determining 


optimum economic proportions and materials. For these pur 
poses, the English Electric Co. Ltd. recently has 
invested about £1,000,000 in the building and equipment of 
electrical laboratories at Stafford. They were formally opened 
on November 5 by the Rt. Hon. Harold Wilson, O.B.E., M.P.. 
President of the Board of Trade, who also inaugurated separ- 
ate premises some distance out of Stafford, where investigations 
into nuclear physics are being undertaken and plant is built. 

The new organisation is to be known as the Nelson Re 
search Laboratories, after Sir George H. Nelson, the Chairman 
& Managing Director of the company, to whose initiative much 
of the credit for the enterprise must be ascribed. It was com- 
menced in the inter-war slump years, practically abandoned 
in the early part of the war and then gradually completed with 
the encouragement of the Electricity Commissioners. At pre 
sent it is fully engaged in many investigations not only along 
conventional electrical lines but also in vacuum physics, plas 
tics, ceramics, alloys, and heat treatment. On the high-power 
side the plant can undertake short-circuit proving of switch- 
gear, for instance, up to 2,500 MVA at voltages up to 264,000: 
for lightning and surge investigations impulse testing can be 
used up to 3,200,000 volts, and there are X-ray equipments 
using 220,000 and 140,000 volts. At the nuclear physics 
branch high-voltage electrostatic generators are being con- 
structed for voltages of 2,000,000 and 5,000,000, using com- 
pressed nitrogen at 400 lb. per sq. in. as insulation. Several 
Synchrotrons are also being developed for accelerating elec- 
trons for atomic energy and medical research purposes. For 
areas where radiation from fission products may make super- 
vision by the personnel dangerous, a television type of equip- 
ment has been developed to enable the processes to be viewed 
from a safe distance. 

All this new plant and the organisation to run it must ob- 
viously place the company and its associated firms in a very 
strong position to lead in the home and export markets with 
new and economically produced manufactures. The main 
associated companies now include the English Electric Valve 
Co. Ltd: D. Napier & Sons, Ltd.; Marconi Instru 
ments Limited, and Marconii's Wireless Telegraph Co. 
Ltd.; the last-mentioned incidentally, celebrates the jubilee 
of its formation this year. 
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The Proportioning of Brake Blocks 


PAPER ‘presented at the meeting of the Institution of 
Mechanical Engineers in London on November 7 pro- 
vided an excellent example of the way in which scientific re- 
search methods can be applied to practical engineering matters. 
The authors, Dr. R. C. Parker and Dr, P. R. Marshall, who 
hold the respective positions of Assistant Research Manager, 
and Manager of the Physics Department, of Ferodo Limited. 
described some important new investigations into the tempera- 
ture effects produced when two sliding bodies rub one against 
the other, in a paper entitled “ The Measurement of the Tem- 
perature of Sliding Surfaces, with Particular Reference to Ruil- 
way Brake Blocks.” 

The investigation had two main aspects: first, the develop, 
ment of a satisfactory method of measuring the surface tem- 
peratures in which the authors were interested; and, second, 
the application of this method to actual railway brake blocks in 
a full-scale series of tests. 

It had been suspected that extremely high localised surface 
temperatures could be set up in the tyres of railway vehicles 
during braking, despite lack of direct experimental substan- 
tiation; accordingly the authors set to work to devise apparatus 
of sufficient accuracy for this purpose. Three main directions 
were possible: the use of thermo-electric effects; the use of tem- 
perature-indicating pigments; and the measurement of the radia- 
tion emitted during braking. Various drawbacks attended the 
first two methods, and finally a photo-conductive type of pyro- 
meter was considered. In view of the probability that intensely 
high localised temperatures were set up for periods of very 
small duration, it was essential for the instrument to have an 
extremely rapid response. In the result, a lead sulphide photo- 
conductive cell was used; the maximum response time was 0:1 
milli-second and it could be used for pyrometric measurements 
of reasonable accuracy down to black body temperatures as 
low as 100 deg. C. 

The apparatus used for the tests is of considerable interest. 
Radiation from the test piece passes through a copper “ sight- 
ing” tube + inch in internal diameter; it is then “ chopped” 
1,020 times a second by a sector disc, and emerges thence on 
the lead sulphide cell, the front face of which has an aperture 
15 mm. long by 4 mm. wide, arranged parallel to the sensitive 
elements of the cell. The end of the sighting tube was placed 
within a few thousandths of an inch of the surface under exami- 
nation. 

In applying the apparatus to the measurement of surface 
temperatures of a railway tyre, the aim of the experiment was 
to correlate the results obtained with three variables: speed. 
block pressure, and contact area. Three types of brake blocks 
were used for the tests: L.M.S.R. pattern as used on _ the 
M.S.J. & A. section, designated “type 1”; L.PT.B. pattern, 
designated “type 2°; and cast-iron blocks of a standard type 
as fitted to the main-line railways. An actual spoked railway 
wheel, having a tyre attached by a Gibson ring, was rotated 
in a machine by a 100-h.p. motor. The brake blocks are carried 
in an articulated torque-arm arrangement, and kinetic energy 
is stored in two banks of flywheels. The oil pressure applying 
the brake blocks is indicated on hydraulic recording gauges. 
The speed range is from zero to 1,000 r.p.m., at which speed 
the maximum energy is 4,200,000 ft.-lb. Before the experi- 
ment the tyre was turned and ground. Its eccentricity was 
0-002 inch, and its surface roughness (“ Brush” surface analy- 
ser) was 57 micro-inches. 

Braking from a peripheral tyre speed equivalent to 60 m.p.h. 
showed that blocks of type 2 had a higher coefficient of friction 
than those of type 1. The observed temperatures depended 
on whether the sighting tube was in line with the portion of the 
block actually in contact with the tyre. Temperature ranges 
were often very high; in one series of tests with type 1 material 
60 per cent. of the applications gave temperatures exceeding 
800 deg. C. (1.470 deg. F.). It was estimated that the highest 
temperatures attained were about 1,500 deg. C. (2,730 deg. F.). 
Other interesting observations were the steep temperature 
gradients—as high as 142 deg. C, (288 deg. F.) per inch—in the 
tyre, taken circumferentially. Also, the temperature over one 
half of the circumference was much greater than over the other 
half, due to tyre eccentricity. 

It was found that in all the tests with the preceding types of 





November 14, 1947 


blocks, contact area was very small and moved along longitu- 
dinal strips parallel to the width of the block. Working on 
the assumption that contact area should be a function of block 
material and block pressure, and should thus vary with the 
ratio Of block length to block width, the authors began the 
most striking part of their research. A block was progressively 
shortened to give three-quarters, one-half, and one-quarter the 
original area. Blocks of type 1 and type 2 were used, as well 
as cast iron, at initial speeds of 60 and 30 m.p.h. and a brake 
block pressure of 1,240 Ib. The result was an astonishing de- 
crease of temperature maxima for both the non-metallic blocks 
(i.e., type 1 and type 2), although there was no such decrease in 
the cast-iron blocks. Moreover, the contact areas in the non- 
metallic blocks now covered the full tyre width, instead of 
being confined to narrow longitudinal strips. A demonstra- 
tion that high temperatures are associated with longitudinal 
strips was made by cutting away the block, so that only the 
central strip remained one-third of the original size. 
Measurements of wear were then made. Expressing the 
wear of the shortened block (on a thickness basis) as fraction of 
that of the normal block, shows that the normal and half-blocks 
wear at exactly the same rate. Further decrease in size results 
in a faster wear on a thickness basis. Plotting the fractional 
cost of the block per unit mileage against block size, expressed 
as a fraction of the normal size, shows that the cheapest block 
is only one-half the present size—although this may be in- 
fluenced by the relation between size and manufacturing cost. 
The block giving lowest cost on a mileage basis may be de- 
duced theoretically by plotting a family of such graphs for 
all possible conditions. In practice, however, consideration 
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must also be given to other factors such as reblocking costs and 
tyre conditions. Each block material, too, must be treated on 
its own merits. In general, the higher the degree of plasticity, 
the greater the optimum length/width ratio. The contact area 
of a cast-iron block, for example, is so small that the elimina- 
tion of high temperatures would require the length/width ratio 
to be very small, so that the life of such a block would be 
unserviceably short. 

Having shown conclusively that, as block size is reduced, so 
is the incidence of high tyre-surface temperatures, the authors 
finally investigated the initiation of “heat spots,” and subse- 
quently cracks, by this cause. Brake blocks of normal size 
and one-quarter size were used in comparative tests. With 
the full block, 25 per cent. of the readings corresponded to tem- 
peratures over 800 deg. C., and heat spots were produced in the 
tyre. The scleroscope hardness of these heat spots was 70, 
against 54 for the rest of the tyre. With quarter-size blocks, 
although spots were observed, they were not heat spots in the 
usual sense, and they were softer than the rest of the tyre. 
No temperature indication above 400 deg. C. was recorded. 
Since cracking of the tyre is known to arise from the true heat- 
spots, it can be taken that by reducing brake block areas from 
the present standard size, in the case of non-metallic materials, 
the liability to the formation of cracks is minimised and the 
life of tyres can thus be greatly increased. In thus showing 
how to avoid thermal cracks in tyres, by using non-metallic 
blocks, correctly proportioned, so that surface temperature is 
lowered below the change-point of the tyre steel, Dr. Parker 
and Dr. Marshall have rendered a service to railways, for which 
they may be congratulated. 








LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Derailment at Goswick 


Longmoor. November 7 
To THE Epitror oF THE RAILWAY GAZETTE 

Sir,—Within a space of just over. two years there have 
been three serious accidents (Bourne End, Lambrigg Crossing, 
and Goswick), resulting in 70 deaths, which all appear to have 
been caused by drivers approaching out-of-course diversions, 
ignoring distant signals at “caution.” All the drivers had 
received, and read, printed notices of the special arrangements, 
and all, travelling at high speed and running late, apparently 
forgot them. 

| think these cases point to the necessity for some additional 
reminder to be given to drivers when passing signals of such 
importance. Surely the simple answer is a detonator at the 
distant, pending the universal installation of A.T.C.? , 

I realise that the main objection to this practice will be its 
tendency to make drivers detonator-dependent, but this should 
be nullified by confining the practice strictly to high-speed 
sections, where a few seconds’ inattention may cause a signal 
to be missed, and where non-observance of the caution may 
have the most immediate and disastrous results. 

Yours faithfully, 


R. J. WADE, 
Lt.. R.E. 


Railway Trollies 


D. Wickham & Co. Ltd., 
Ware, Herts. November 7 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—We_ have read with interest the article on railway 
trollies published in your issue dated November 7, 1947. We 
would, however, query the suggesiion made in the concluding 
paragraph that converted light road motorcars would be a 
solution. The modern light road car is made possible by the 
evolution of the pneumatic tyre, and the removal of this vital 
cushioning device eventually brings disastrous results. 

During the late war many military railways fitted “Jeeps” 
with rail wheels, and they provided useful vehicles for a limited 
period, but a solution of a wartime problem is not necessarily 
equally applicable to more or less normal circumstances, and 
we feel quite sure that no manufacturer of road motorcars 
would welcome the idea of running his products on wheels 
without pneumatic tyres. 

At first sight the idea is very attractive, as a light mass-pro- 
duced road motorcar could (once) be purchased at a reasonable 





price. and in some cases, depending on the gauge of the rail- 
way, it was an easy matter to remove the road wheels and sub- 
stitute pressed-steel rail wheels. In fact quite a number of rail- 
ways did this, but we venture to suggest that few of them con- 
tinued the practice after some months’ experience. 

In the case of a standard-gauge railway, very useful vehicles 
for senior officials were tried out, and gave satisfactory results 
when fitted with pneumatic tyres of the Michelin rail type, but 
these are not too satisfactory for inspection purposes; are far 
too heavy to remove from the track; and require elaborate 
jacking arrangements for turning as, of course, they cannot be 
run in reverse at any speed or for any distance. 

Over the last twenty years very considerable progress has 
been made by British manufacturers in the design and con- 
struction of rail trollies of all types, but being made in very 
limited quantities (compared with motorcar manufacture), prices 
at first sight appear high. 

On the other hand, a road motorcar ten years old, in normal 
times, is considered fit only for the scrap heap, but railways 
expect (and get) spares for rail trollies that have been in ser 
vice 20 years and more. 

Yours faithfully, 
4. H. SOMMER, 
Director (Works) 


Using the Key 
Thomas Haywood & Sons, 
Railway Signal Engineers, 
Falcon Works, Brighton Road, 


Coulsdon, Surrey. November 4 
To THE Epirork OF THE RAILWAY GAZETTE 

Sir,—I write to suggest that those responsible for the safety 
of passengers on their lines may again very closely and seri- 
ously investigate their system of training and the passing of 
men as fit and capable persons to assume the responsibility of a 
signalman. The collision on the Southern Railway on October 
24 must be the last due to such procedure as that which brought 
it about. 

The very fact that a signalman can assume that the operation 
of the block interlocking is at fault, just because the instru- 
ment (correctly) remained “locked” when he imagines the 
train had passed into the next section ahead, justifies a full 
investigation into the rules and regulations governing the use 
of the releasing key. 

I have a very high opinion of the service rendered to the 
travelling public by such devices and systems as the Sykes 
block interlocking, and I consider that no family, assisted as 
he was by his sons, contributed more to safety on railways 
than did Mr. W. R. Sykes. I knew him well and also his sons 
and grandson, and I can state that no one knew better than 
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they did, and do still know, how extremely necessary it is to 
make certain that the train actually has passed into the next 
section ahead before using the emergency clearing key. 

In the absence of a copy of the railway company’s own 
regulations as to the use of the key, I imagine they would 
ensure the following drastic steps being taken before making 
use of the key, viz.:— 

Upon being asked whether he can accept a train from the 
rear, and upon finding his plunger locked (i.e., he cannot re- 
ceive the train because the previous train is still in the section), 
then, instead of assuming the instrument or the line-clearing 
treadle to be at fault, he should keep the train waiting inde- 
finitely until he and a second person have walked to the site 
of the train last received and made certain that the train not 
only arrived at the station, but that it is not there, and also 
that it has in fact passed on into the section ahead. No matter 
how long it may take to do this, it should and surely must be 
done; and a signalman should not be put in charge of the box 
until he realises undoubtedly the vital importance of making 
sure, on the site, and also of having a second man to investi- 
gate the spot, who also can be quite convinced on all these 
necessary findings, before using the key. 

Yours faithfully. 
TOM HAYWOOD 

[We agree with our correspondent that using the key is an 
extremely grave matter, especially in foggy weather, and we 
gave expression to some views on it in our issue of November 7. 
The precise way in which use of the key could be safeguarded 
is admittedly complicated by a number of factors, which de- 
pends to some extent on the situation at any particular locality, 
but we do consider—and have said so more than once—that 
the cancelling of a front lock on a station platform section, at 
least, ought to have been made impossible, while the station 
is open, without the signalman being obliged to summon an- 
other person to his aid, such person being held responsible for 
seeing that the length of line concerned is perfectly clear. 
This would have saved the situation in almost every case of 
serious misuse of the key. The signalmen at West Hampstead, 
Waterloo Junction, and Waddon, for example, believed the 
station was empty, while within easy call were individuals wh 
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Engineering Equipment Required 
Bhakra Mechanical Circle 
Nangal Dist., Hoshiarpur, E. Punjab, 
India. September 9 
To THE Epivor oF THE RAILWAY GAZEITE 

Sir,—I should be pleased to receive lists (prices if possible) 
all types of light and heavy workshops equipment and | 
tools, 

Also saw-mill equipment (band and frame saws), hydraulic 
presses, diesel mine locomotives of 2-ft. gauge, Thermit welding 
equipment, and belt conveyors and loaders. i 

Yours faithfully, 
F. E) SIGGERS, 
Superintending Engin 


ha nd 


Swiss Railways 


Berne, Switzerland. October 3! 
To THE Epttor OF THE RAILWAY GAZETTE 

Sir,—Referring to the letter with the above title in your 
October 17 issue, the note published in The Railway Gazeite of 
September 12 should have said that the Fribourg-Morat-Anet 
line was “ the only line but one in Switzerland worked on the 
third rail system.” On the other hand, the Martigny 
Le Chiatelard line referred to by Mr. G. H. Paulin 
operates on both the third-rail and the overhead systems, the 
latter being confined to the northern section between Martigny 
and Vernayaz-Gorges du Trient Station, 24 route-miles: while 
the former has been adopted for the actual mountain section 
between Vernayaz Gorges du Trient and the frontier station 
at Le Chatelard-Trient. 

From that station and over its whole length in France, as 
far as its St. Gervais-Les Bains-Le Fayet terminus, the line is 
also worked exclusively on the third-rail system. 

Le Fayet Station, where the line coming from La Roche-sur- 
Foron (Annemasse-Aix-les-Bains main line) is joined, is no 
longer P.L.M. as concluded by Mr. G. H. Paulin, for that com 
pany has been amalgamated into the French National Railways 
1938. 

Yours faithfully, 


could have told them they were deluded.— 


-Ep. R.G.] 





Publications Received 


and Platform Plans of British 


Rail 
Stations. Part I. British Railways Illus- 
trated, Series 2. South Merstham, Surrey: 
185, Nutfield Road. 74 in. xX 43 in. 96 
pp. Paper covers. Price 5s. Model rail- 
way constructors as well as those inter- 
ested in railway station layouts generally. 
should find material of interest in this 
booklet. Diagrams of a _ considerable 
variety of station layouts are presented, 
and the smaller country stations have not 
been neglected. As it was necessary that 
the diagrams, which represent such differ- 
ent types of station as Reading, G.W.R.. 
and Deendene, near Dorking, Southern 
Railway, should be fitted into a small and 
uniform space, it was not possible to draw 
them to scale. In most cases, goods yard 
layouts and relevant lineside structures 
have been incorporated, though signalling 
arrangements are not shown, as it was felt 
that, if they were included, they would 
confuse the diagrams. 


Introduction to 


the Locomotive. By 
H. C. Webster. 


London: Sampson Low. 
Marston & Co. Ltd., 25, Gilbert Street. 
Oxford Street. W.1. 84 in. x 64 in. 56 
pp. Illustrated. Price 6s—In recent years 
there has been a revival of interest in rail- 
way affairs among the younger generation, 
and most naturally it has been centred on 
the steam locomotive. When this interest 
develops from more elementary stages into 
a fairly comprehensive knowledge of loco- 
motive types and their dimensions, the 
need arises for an understanding of how a 
locomotive works, and of the functions of 
its component parts. 

The objective of this book is to fulfil such 
a need, and also to stimulate the reader's 


E. A. BELI 





interest so 
on to 


L.NE-R. 


that he will then 
more detailed reading. 
Pacific locomotive No. 


pass 
The 
2743 


Felstead has been selected as the centre of 


the description which takes a 


progressive 
form, 


ranging from the tender and its con- 
tents, through the injection of water into 
the boiler, and the part played by the 
firebox, boiler barrel, and so on; in con- 
clusion, there is an explanation of the 
various cab fittings. The text, which is in 
clear and straightforward style, is well 
suited to the subject, and is backed up by 
cut-away diagrams. 


Bus Operation. By L. D. Kitchin. 
London: Iliffe & Sons Ltd., Dorset House, 
S.E.1. 83 in. x 54 in. 164 pp. folding 
plates. Price 10s. 6d—It is remarkable 
that the passenger road transport industry 
in this country, which has assumed enor- 
mous dimensions and importance, should 
have been virtually without textbooks until 
now. 

To a large extent this may be ex- 
plained by the fact that the growth of the 
modern industry has been within the life 
of one generation of management, and 
there are many of the pioneers who 
launched small undertakings as young men, 
and have directed their growth into large 
undertakings, and continued to occupy the 
saddle until very recent years, Whether 
this be the full explanation or not, the faci 
remains that Mr. L. D. Kitchin has 
ploughed virgin soil in the preparation of 
this noteworthy book, setting out the prin- 
ciples and practice of bus operation for 
the transport student. As might be ex- 
pected from his previous work, “ Road 
Transport Law,” which has come to be 
accepted as a standard textbook. he has 
done his work well and covered the in- 


dustry in most of its aspects. Administra- 
tive organisation; drivers’ and conductors’ 
duties; wages and conditions; inspection 
and discipline; forms of ownership and 
joint working; route planning; fare collec- 
tion systems and the fares structure; cost- 
ing, records, and returns; and public rela- 
tions are among the many — subjects 
covered. 

Probably by reason of the relative 
ease with which information can be ob- 
tained, an-undue preponderance of treat- 
ment of certain features is given to the 
practice of London Transport, and we feel 
that it would be desirable for future 
editions to be amplified in respect of the 
provincial industry. Nevertheless, the 
volume provides an essential textbook and 
is well indexed to facilitate quick 
reference. 


British Electrode  Classification.—The 
British Electrical and Allied Manufac- 
turers’ Association, in conjunction with the 
Institute of Welding, has issued a classifica- 
tion designed to apply a simple system of 
code numbers to the different makes of 
British electrodes. In this way the buyer 
will be able to distinguish similar brands 
of electrodes by different manufacturers, 
and this facility will be of particular value 
to overseas purchasers. The booklet in- 
cludes a table showing how the British 
Electrode Classification numbers compare 
with the U.S.A. equivalents produced by 
the American Welding Socicty. In classt- 
fying the electrodes, it has been found pos- 
sible to group all the different code num- 
bers applicable to various brands of elec- 
trodes so as to show at once whether they 
are for all-position welding, deep pene- 
tration welding, or for welding in the flat 
position. 
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The Scrap Heap 


REVENUE FROM REFUSE 

Four and a half tons of paper and re 
fuse. comprising ail the valuable docu- 
ments, files, records, and office stationery 
of the C.P.R. Paris office, mashed together 
with the stuffings of four office settees. 
were disclosed in the entrance to the street 
sewers When operations were begun on re 
opening the company’s office in the 
Boulevard des Capucines. They had been 
dumped there by the Germans. It was a 
gigantic task to sort the wet and filthy 
mess for handing over to the waste 
merchants for pulping, but the redeeming 
feature of the incident was that in this way 
it provided the office with its first post- 
war revenue, 

. 7 
A GHOST AT THE ELEPHANT? 

Footsteps and noises in the night at 
Elephant & Castle Station, Southern Rail- 
way, are believed by psychic experts to be 
caused by a ghost. They were first heard 
by a firewatcher in 1945, and since then 
a porter has asked to be transferred to 
another station on account of them. Other 
staff are more sceptical, but say that when 
they have gone to investigate, the foot- 
steps keep obstinately in front of them. 
The sound of a door banging concludes 
the manifestation, the visitor being 
apparently a novice who is obliged to draw 
a 9-in. bolt instead of adopting the more 
elegant method of floating through the 
panels. : 7 

° 
A HOPELEss SYSTEM 

In monopoly, like that of the Post 
Office, higher costs can be passed on to 
the customers. Mr. Morrison obviously 
fears the danger of a similar privilege in 
productive industry. 7 

Doubtless, he had in mind the example 
of the National Coal Board. In a few 
months, it is estimated. the Board has in- 
creased the number of officials from 15,000 
to 22,000. ... 

Bureaucracy, by its nature. easily 
swallows camels while it strains out gnats. 
It would be far better to leave nationalised 
industries under existing managements: 
best, not to nationalise vital industries. 
From the “ Newcastle Journal.” 
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SOMEONE IS CRAZY 

Two years ago it was obvious that, owing 
to the wartime run-down of road and rail 
equipment, a transport crisis would be 
inevitable unless steps were taken to pre- 
vent it. 

Instead, the Government have spent 
most of this year in nationalising transport, 
thus disorganising the industry. 

It was told from all sides that this 
scheme was so over-centralised as to be 
unworkable. These criticisms were brushed 
aside as foolishness. 

Now, however, Mr. Callaghan, the new 
junior Minister of Transport, is calling for 
“the greatest possible measure of de- 
centralisation in the transport industry.” 
Mr. Callaghan is not crazy—but someone is. 

-From the “ Daily Mail.” 

* * os 
TRAIN RUN ON A SHOESTRING 

The 8 a.m. train from Clacton to London 
stopped on a lonely section of the 
London & North Eastern Railway line 
near Weeley. Essex. And for ten minutes 
the passengers wondered. 

Then the guard entered a first class car 
riage. He said: “Could anyone oblige 
the driver with a leather bootlace? We've 
been all along the train. 

A passenger was wearing a rare pair 
[most bootlaces are now made of cotton], 
and he surrendered one. 

With the lace and a wad of newspapers 
the driver mended a vacuum pine which 
had burst. jamming the brakes. 

And the train went on. 
“Daily Express.” 


From the 


ok * * 


100 YEARS AGO 


From THE RatLway Times, Noy. 13, 1847 


GRAND UNION RAILWAY. 
To the Editor of the Railway Times. 

Sir,—Pray can you inform your readers what hag 
become of the office and staff of this Company, and 
when the promised further division of the spoil is to 
take place? 12s. out of the 1/. 7s. 6d. originally paid 
were returned eighteen months ago, at which time 
the secretary distinctly assured me and others that, 
in a short time, a further sum of at least ls. 6d. per 
share would be divided. 

It appears to me that there has been no small 
degree of shuffling in the matter, and I think it 
right, therefore, to make this inquiry. 

Lex. 
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** Wot I says is—nashnerlize everythink, and take it out o’ the 
>ands o” the ruddy Government” 


|Reproduced by fermission of 


the proprietors of “ Punch” 
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SaFE G.W.R. RoaD Motor DRIVERS 

Of the 2,217 members of the G.W.R. 
staff who qualified for awards in the com- 
petition organised by the Royal Society 
ior the Prevention of Accidents, 68 had a 
{reedom-from-accident record for periods 
ranging from 20 to 24 years; 163 for 
periods ranging from 15 to 19 years; and 
431 for periods from 10 to 14 years. 

* * 


Memoirs of Archibald Sturrock 

1 was born in Dundee on Sevtember 30, 
1816. 1 was educated there, and served 
an apprenticeship as an engineer, under 
Mr. James Stirling, in the Dundee Foun- 
dry, from 1832 to 1837. 1 then worked as 
a mechanic for six months in the firm of 
William Fairbairn & Company, of Man- 
chester. I went abroad in the autumn of 
1839, and studied in Brussels and Paris, 
and returned to Scotland in 1840, to attend 
lectures at the University of Edinburgh. 

I joined the Great Western Railway in 
April. 1841, as an assistant to Mr. Daniel 
Gooch. In the autumn of 1842, I became 
second in command in the Locomotive 
Department, and went to Swindon, to erect 
the machinery, and manage the works. At 
that time. the Great Western Railway used 
engines with a heating surface of 100 sq. 
ft. in the firebox, and a steam pressure of 
50 lb. By 1849, the pressure had been in- 
creased to 100 lb. In 1846, an express 
train to Bristol ran from London to Swin- 
don, 77 miles, in 90 minutes, at as high 
a soeed as the fastest trains on the Great 
Northern Railway ran in 1892. 

In Aoril, 1850, I was appointed Loco- 
motive Engineer of the Great Northern 
Railway. Mr. Brunel took a great interest 
in my appointment. I told him that all 
locomotive engineers could build engines, 
bui the greatest economy would be 
achieved by using 150 lb. steam pressure. 
He replied that I was quite right, but “ for 
God’s sake” not to tell the Great North- 
ern Board, or they would consider me a 
dangerous man, and not appoint me. This 
high pressure and increased heating surface 
enabled me to work the bad gradients of 
the Great Norihern Railway, and estab- 
lished its reputation. 

I found that 30 engines planned by Mr. 
Joseph Cubitt, and already on order. were 
quite unfit te work the line, and I refused 
to build them. After a most disagreeable 
correspondence, Mr. Cubitt gave way, and 
never bore me any malice. I prepared 
plans for larger engines, which success- 
fully worked the Exhibition traffic of 1851. 
A threat of competition by the London & 
North Western, and the Midland railways 
resulted in my designing an engine cap- 
able of running 100 miles without stop- 
ping. and of reaching Edinburgh from 
London in 8 hours. This engine, No. 215, 
was constructed in 1853, and was success- 
ful. Mr. Patrick Stirling based his subse- 
quent designs on it. 

Hot water footwarmers were in use on 
the Northern Railway of France by about 
1857. I had a dozen similar footwarmers 
made at Doncaster, and used them in the 
carriages of the train conveying the Direc- 
tors to London. I was scolded for having 
made the footwarmers without instructions, 
but before I left the meeting, the Direc- 
tors ordered 200 of them. 

Wishing to be my own master, and 
having through my own savings, and the 
fortune left me by my second wife, enough 
income for my expenditure, I retired on 
September 30, 1866, from the post of 
Locomotive Engineer to the Great 
Northern Railway, and also from business 
of every description—Extracts from un- 
published Memoirs of Archibald Sturrock 
compiled in June. 1892. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


CANADA 


Return of Box Wagons from U.S.A. 

The Interstate Commerce Commission 
of the U.S.A. on October 23 directed the 
United States railways to return Canadian 
box wagons to Canada as promptly as 
possible. Vans were to be sent empty 
unless they were then being loaded, or 
could be loaded immediately with freight 
for Canada. This step was to reciprocate 
the co-operation of the Canadian lines in 
returning U.S. coal wagons to their home 
systems. While the negotiations for the 
prompt return of coal wagons were in pro- 
gress, the U.S.A. last August invoked a 
temporary partial embargo on American 
coal shipments to Canada via the C.N.R. 
(as reported in The Railway Gazette of 
September !2). The embargo was in effect 
less than a week. 

Records of the Association of American 
Railroads show that on October 1 there 
were 25,512 Canadian box wagons in the 
U.S.A. and 17,627 U.S. box wagons in 
Canada. On the same date United States 
railways had 897 Canadian coal wagons, 
and Canadian lines had 11,603 United 
States coal wagons on their tracks. 


UNITED STATES 


* Train of Tomorrow ” Visitors 
During its tour of the eastern half of 
the United States in the summer months, 
the “Train of Tomorrow” was inspected 
by over 854,000 visitors. This part of the 
tour was followed by an exhibition period 
in New York, after which the train had 
a programme of visits to western districts. 
including points in Texas. The “ Train of 
Tomorrow ” was described and illustrated 

in The Railway Gazette of August 1. 


The “ Gold Coast ” Express 

With the abolition of tourist cars on the 
Union Pacific (see The Railway Gazette of 
September 26), the former * San Francisco 
Challenger” between Chicago and San 
Francisco has been replaced by a new 
through daily train called the “Gold 
Coast.” This service is operated jointly by 
the Chicago & North Western, Union 
Pacific, and Southern Pacific. It is made 
up of coaches, sleeping. dining and lounge 
cars. and also conveys in both directions 
the San Francisco to Washington transcon- 
tinental sleepers operated in conjunction 
with the Pennsylvania and the Baltimore 


& Ohio. 
BRAZIL 


Mogyana Railway Results 

Receipts for the year ended Decembe1 
31, 1946, compared with those for 1945, 
were as follow:— 

1945 1946 

35,818,398 
13,082,344 

605,014 
103,761,759 
Livestock a 3,018,923 

At the ona of 1946 the Forest Services 
Department had 9,604,622 eucalyptus trees 
planted, and this number was _ increased 
to 11,150,360 by February of this year. 
The acreage under cultivation by this 
department last year produced wood fuel 
to the value of Cr. 3.821.545. against ex- 
penses of Cr. 5,178,820. 

For the year 1946, Cr. 14,828,438 were 
set aside as the contribution of the rail- 
way and its employees to the pension fund, 


Cr. 
32,428,000 
12,917,148 

545,461 
83,551,047 

1,836,632 


Passengers ... see 
Luggage & parcels 
Telegrams ae 
Goods 


against Cr. 12,846,608 in 1945. At Decem- 
ber 31, 1946. the company had 9,642 em- 
ployees on its books, with expenses under 
this heading shown at Cr. 80,095,344, 
against Cr. 60.964,360 in 1945. 


BURMA 


Rangoon—Prome 
A cut of nearly two hours has been 
made in the running time of two trains 
between Rangoon and Prome by the 
introduction of vacuum-braked — stock. 
This acceleration took effect from Septem- 
ber 15. and is part of the policy of ex- 
panding the use of vacuum-braked vehicles 
which was referred to in The Railway 
Gazette of October 17. 


Traffic Delayed by Floods 

Serious flooding late in August breached 
or inundated the main line and some 
branches in certain places. Booking of all 
classes of traffic had to be suspended be- 
yond Pyinmana in the up direction, and 
Yamethin in the down direction, on the 
Rangoon—Mandalay line on August 27. 
Normal conditions were not restored fully 
until September 6. Traffic across Bridge 
No. 71 between Hninnale and Donwun 
(between Rangoon and Martaban) was 
suspended from September 6 to Septem- 
ber 11 on account of the bridge being re- 
ported as unsafe for trains after the floods. 

There was a_ suspension of through 
traffic on the Thazi—Myingyan branch 
lasting from September 17-23, as a result 
of breaches between Meiktila and 
Ingyinzu. 


Acceleration 


Reconstruction Progress 

The railhead on the section from Kan- 
balu to Sagaing has been pushed forward 
to bridge No. 244, about 14 miles north of 
Kanbalu. Work is proceeding already on 
the permanent way and stations beyond 
the railhead. 

It is hoped to ay the section from the 
Gokteik Viaduct to Lashio in the middle 
of November. This poset te had been 
estimated to occur during October, as 
was recorded in The Railway Gazette 
of August 1. It is not expected that the 
viaduct itself will be finished before 
April. 1949, but at the same time as the 
opening from the viaduct to Lashio be- 
comes effective, a motor ferry service will 
be provided for all traffic between Nawn- 
ghkio and Nawnpeng. 


Better Train Accommodation 

It is intended to introduce shortly a 
third class sleeping car on one service in 
each direction between Rangoon and Sit- 
tang West. Overcrowding on certain trains 
between Rangoon and Mandalay will be 
relieved by allocating to those services the 
next six bogie vehicles produced from the 
workshops. 


INDIA & PAKISTAN 


Delhi—Lahore Service Interrupted 

The lines between Lahore and Delhi 
are breached at too many places by floods 
(see The Railway Gazette of October 31) 
to be repaired quickly, in view of the 
labour shortage. Railway officials made 
a flight over the affected areas to assess 
the damage, but this is so serious that it 
is not possible to determine its extent 
until the floods subside. 

The line between the Sutlej Bridge and 


November 14, 1947 


Ferozepore is likely to take two weeks 
to repair. Extensive repairs will have to 
be carried out, also, on the Pakistan side 
of the border, which is not far from the 
river, before the Delhi—Lahore link pig 
Ferozepore can be restored. The flood 
damage to the railway between Ghazia- 
bad and Delhi also has been found to be 
worse than expected, and is likely to take 
some time to repair. 


Ticketless Travel by Refugees 

Some of the railways of India and 
Pakistan are losing heavily owing to a 
large number of refugees travelling with- 
out tickets. The lines affected in India 
are the Eastern Punjab Railway and parts 
of the E.I.R. Both railway systems of 
Pakistan. namely, the N.W.R. and _ the 
Eastern Bengal Railway, are affected. 

Of these, the N.W.R. has estimated its 
loss for the two months ended October 15 
at Rs. 34 crore. The following compara- 
tive statistics of revenue give an indication 
of the fall in railway earnings. From 
Rs. 100,000, the daily average earnings at 
Lahore Station fell to a very low level 
The normal monthly collection of the 
N.W.R. fell from over Rs. 20,000.000 to 
not more than about Rs. 5,000,000 


CEYLON 


Railway under the New Constitution 

With the inauguration of the first Par- 
liament of Ceylon under the Soulbury 
Constitution, Colonel J. L. Kotalawala, 
who was Minister of Communication & 
Works for over a decade in the old State 
Council, retains his portfolio as Minister 
of Transport & Works. For the first time 
policy in regard to railway, road and air 
transport will come under a_ single 
authority. It is expected that under the 
new regime the transport services for the 
public will be generally improved and 
better co-ordinated. 

The recent visit to Ceylon of Lord 
Nathan, the British Minister of Civil 
Aviation and Chairman of the Common- 
wealth Air Transport Council, has opened 
up for Ceylon further prospects of pro 
gress in the development of civil flying 
(already actively encouraged by Colonel 
Kotalawala); and a possible link-up with 
the Empire air route to Australia. 


PALESTINE 
Restrictions on Traffic with Egypt 
Consequent on instructions _ received 
from the Palestine medical authorities, re- 
garding the cholera epidemic in Egypt, 
through booking of civilian goods train 
traffic from stations on the Palestine Rail- 
ways to stations on the Egyptian State 
Railways (open for through booking), oF 
vice versa, was suspended from November 
1 until further notice, with the exception 
of traffic in tank wagons, which continued 

to be booked through. 

Through booking of passengers and bag- 
gage ceased as from October 15, and the 
Haifa-Cairo passenger trains ceased to run 
through from October 19. From the latte! 
date, connection between Palestine and 
Egypt was maintained by change of train 
at El Kantara. Passengers in ‘the Haifa: 
Cairo direction travelled in Palestine Rail- 
ways stock to El Kantara East, detrained, 
and crossed Suez Canal in the same Wa) 
as before the war. On the other side 0 
the canal is the Egyptian State Railways 
station, El Kantara West, from which pas 
sengers could travel to Cairo and Por! 
Said by express trains. 

A similar procedure operated in the I 
turn direction, but passengers for destin 
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tions in Palestine travelled through to 
Haifa Quarantine Station before being 
allowed to proceed anywhere else in Pales- 
tine. 

Rail Facilities for Citrus Traffic 

The citrus industry is one of the main 
assets of the economy of Palestine, and its 
conveyance by the most expeditious and 
cheapest means is essential. The Palestine 
Railways convey citrus traffic at the very 
low rate of 25 mils per case from any 
station in Palestine to Haifa Port. Road 
transport plays its part in moving citrus 
traffic by performing short hauls where 
the stations are too far from the packing 
sheds; and also where it is quicker to bring 
traffic direct to the port. 

The number of railway wagons available 
for the conveyance of citrus traffic exceeds 
2,000. There are adequate storage facili- 
ties at Haifa, four sheds being allocated 
to citrus traffic, and, in addition, a new 
shed is being completed which will aug- 
ment the facilities and obviate congestion. 

The estimated fotal number of cases for 
export this year will be over 12,000,000, 
of which it is expected that some 7,000,000 
will be exported via Haifa, and in view of 
the low cost of transport, it is hoped that 
a large proportion of this traffic will be 
forwarded by rail. 


SOUTH AFRICA 


Proposals for New Lines 

Memoranda presented to Mr. F. C. 
Sturrock, Minister of Transport, at Klerks- 
dorp recently, urged the link-up of certain 
sections of railway in the Western Trans- 
vaal and the Orange Free State, to shorten 
the distance between the Rhodesias and 
Union seaports, and to open up a large 
area rich in mineral resources. The de- 
sired links are: Mafeking to Lichtenburg; 
Coligny to Klerksdorp: and Schuttesdraal 
to Odendaalsrust. It is suggested also 
that by extending an existing branch line. 
the Johannesburg-Cape Town main line at 
Klerksdorp could be linked with the 
Johannesburg-Bloemfontein main line at 
Theunissen. 

Mr. Sturrock said he would ask the 
Railway Board to visit Klerksdorp and 
the other centres as soon as possible. He 
had been impressed by the proposals, but 
explained that the railways were suffering 
from an acute shortage of rails, even for 
replacements in existing track. The cost 
of the proposed rail links, at £18,000.a mile, 
would work out at about £2.500,000. 


Equipment Purchases in Union 

In pursuance of the Government's 
policy of giving a high degree of prefer- 
ence to South African products, the rail- 
ways are now spending about £35,000 
every day on purchases in the Union. 
Last year the railways spent £12,884,520, 
or 65:9 per cent. of their total purchases, 
in the Union. Orders placed in the Union 
last year included £1,543.063 for goods 
wagons, £871.824 for motor vehicles, and 
£596,094 for provisions for the Catering 
Department which, with an annual turn- 
over of more than £2,000.000, buys 96 per 
cent. of its requirements from South 
African producers and merchants. 

With private enterprise now equipped 
to undertake the manufacture of goods 
Wagons, the extent of the 
locally is limited only by the productive 
Capacity of the factories. In recent 
months South African manufacturers have 
been awarded contracts for the supply of 
goods wagons to the value of more than 
£6,000,000. All locally manufactured pro- 
ducts and supplies are examined by a 


orders placed 
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staff of technical officers attached to the 
Stores Department. 

With few exceotions, railway require- 
ments are bought under a system of 
public tenders, and quotations have to be 
submitted to the Railway Tender Board, 
which consists of a full-time Chairman, 
four senior railway officials from different 
departments, one representative of the 
Association of Chambers of Commerce. 
and one from the Federated Chambers of 
Industry. 

Many requirements of iron and _ steel 
products, however, are bought direct from 
the Iron & Steel Industrial Corporation 
under a standing agreement. The prin- 
cipal commodities bought almost exclu- 
sively in the Union are coal, iron and 
steel, paints and oils, tyres and tubes, 
cement, timber. and catering supplies. 


FRANCE 


Paris Parcels Services 

Since the war the French National 
Railways have pursued a policy of speed- 
ing up parcels collection and delivery 
throughout France. In the Paris City 
Council area (within the former fortifica- 
tions), with a population of 2.800,000, the 
S.N.C.F. effects same-day delivery for 
parcels arriving in the early morning, and 
same-day despatch for consignments col- 
lected before 7 p.m. Commodious sort- 
ing centres are an urgent need, and the 
S.N.C.F. has decided to use the ground 
floor of the Gare d’Orsay, the former ter- 
minus of the Paris-Orleans Railway. This 
station has not been used for long-distance 
traffic since 1939, having been replaced 
by the Gare d’Austerlitz. The basement 
will continue io be used for suburban pas- 
senger traffic to and from Choisy-le-Roi, 
Orly, Juvisy, Etampes, and Bretigny. 


Loading by Perambulation 

Inward parcels will be unloaded at 
special berths, and conveyed by 14-ton 
platform trucks to the two outward load- 
ing berths, at each of which at least 15 
trailers may be loaded at a time, making 
it possible to handle 80 to 100 tons an 
hour. 

As many as ten of the trailers may be 
loaded for provincial destinations, such 
as Marseilles, Lyons, Bordeaux and 
Toulouse. These loads, instead of going 
through the goods sheds at the Paris ter- 
minals, will be loaded direct on the rail- 
way wagons in the yards, thus effecting 
economy in handling and time. 

Delivery in most parts of the Greater 
Paris suburban area often took two or 
three days. The S.N.C.F. is now making 
plans for delivery within 24 hr. Twenty 
depots are being established between. the 
Paris terminals and the outer areas, served 
by shuttle services of 5-ton lorries to and 
from the terminals. Trips between the 
depots and the consignees will be made by 
24-ton or 4-ton lorries and vans. 


Zonal Organisation 
The areas served by the 
divided into 20 zones. 
receiving offices in 20 other zones, and 
suburban stations also act as receiving 
offices for parcels to be collected by lorries 
for transit to the Paris terminals. De- 
liveries from the terminals to the suburban 
depots are made twice daily, vehicles leav- 
ing around 5.30 a.m. and 10.30 a.m. Corre- 
sponding deliveries from the depots to the 
consignees are scheduled to begin at 8.30 
a.m. and 1.30 p.m. 
First tests of this zonal plan began on 
May 7, 1946, and proved satisfactory. The 
scheme is now nearing completion, and 


depots are 
There are local 


551 


the S.N.C.F. also is extending the system 
of road deliveries and collection to the 
principal provincial cities. 


ITALY 
Naples Maritime Station 

Connections between Rome and Palermo 
by the sea route via Naples have been im- 
proved since early October by resuming 
the train service between Naples Central 
Station and Naples Maritime Station (at 
the Pisacane Pier), a distance of 44 miles. 
This service had been discontinued since 
the end of the war. For the time being. 
a single first and second class coach for 
the Maritime Station is attached twice a 
week to the ordinary through trains be- 
tween Rome and Naples in connection 
with the Naples—Palermo sailings. 


Improved International Connections 

Connections with abroad have been im- 
proved considerably with the introduction 
of the winter timetable on October 5. A 
new daily high-speed train (rapido) be- 
tween Rome and Milan. connecting at 
Milan with the * Simplon-Orient Express,” 
has reduced the travelling time between 
Rome and Paris by 8 hr.. from 33 hr. 
as previously to 25 hr. in the northbound 
direction, and from 34 hr. 30 min. to 
26 hr. 30 min. southbound. The only 
drawback of the new connection is the 
change of train at Milan. 

Another improvement has been the intro- 
duction of through carriages between 
Rome and Geneva via Brigue. Further 
improvements in connections between 
Italy and London have been made on the 
Milan-Basle-Brussels-Ostend route. 


U.S.S.R. 
Electrification in the Urals 

The electrification of a further section 
of the double-track line between Cheli- 
abinsk and Ufa, through the Southern 
Urals, was completed recently. The section 
concerned connects Zlatoust with Berdya- 
yush, 32:3 miles to the west. The 100- 
mile section between Zlatoust and Cheli- 
abinsk has been electrified since 1945. 
Electric working on the Zlatoust-Berdya- 
yush section was introduced in con- 
nection with the recent celebrations 
commemorating the 30th anniversary of 
the change of régime after the 1914-1918 
war. [A map showing, the line was pub- 
lished in our December 10, 1943, issue. 
Ep., R.G.] 


ROUMANIA 


New Bucharest-Craiova Line 

The new main line between Bucharest 
and Craiova (129-8 miles), the building of 
which was recorded in The Railway 
Gazette of June 23, 1944, was opened on 
August 30 this year. The new line runs 
to the south of the former route, which is 
155°3 miles in length on account of a 
detour to serve the town of Piteshti. It 
connects at Videle, about 26 miles south- 
west of Bucharest, with the local railway 
from Giurgiu; and about 35 miles further 
west, at Rosiori de Vede. links up with 
two lines from Danube ports, and a third 
which runs northwards to the old main 
line at Cotesti. At Caracal, 354 miles 
west of Rosiori de Vede, the new railway 
crosses the line from the Danube port of 
Corabia, to Piatra Olt, on the old Piteshti- 
Craiova main line. These connections 
were shown in a map published in the 
issue of The Railway Gazette referred to 
above. 
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Extension of the Argentine State Railways 


New rolling stock to be bought or constructed 


and _ lines 


AS recorded in our issue of October 10, 

the modernisation and re-equipment 
of the Argentine State Railways, as part of 
the five-year plan sponsored by the 
Government, are proceeding apace. 
Further details are now to hand, and the 
most “mportant are given below. 

The 15 “Santa Fé ” type locomotives 
previously mentioned will be constructed 
by the Czechoslovak Skoda Works, and 
delivery is expected in January, 1949. The 
320 passenger coaches for which tenders 
have been called will be of the following 
types: 60 first class coaches; 80 second 
class: 10 composite first and second class; 
60 sleeping cars; 6 sets of dining and 
kitchen cars; 9 composite dining and 
kitchen cars; 50 parcels wagons; 30 luggage 
vans; and 15 postal vans. 

Orders have been received by the 
General Electric Company (U.S.A.) for 60 
diesel-electric locomotives for light passen- 
ger and goods services; 27 for general 
passenger and goods services; and 8 for 
passenger and goods services in mountain 
districts. These are expected to be de- 
livered between October, 1949, and April, 
1950; between January and July, 1949; and 
between August and September, 1949, res- 
pectively. 

Tenders are about to 
complete diesel long-distance trains, 
2 reserve motive-power units. 

The Gregg Car Company has received 
orders for 40 cattle wagons and 25 box 
wagons for the 5-ft. 8-in. gauge lines. de- 
livery to be made at the beginning of 1948. 
An exactly similar order has been placed 
with Kreglinger Limited, delivery being 
due at the end of 1948. 

Twenty passenger coaches 


be called for 12 


with 


for subur- 


*State Railways workshops at 


to be built under five-year plan 


ban services are under construction at the 
Tafi Viejo, 
Alta Goérdoba, and Laguna Paiva. A num- 
ber of main-line coaches under construc- 
tion, and eventually destined for long- 
distance diesel trains, will be completed 
when the necessary air-conditioning 
apparatus is received. 

The State Railways have bought 12,350 
tons of rails from the Fiore Company of 
Italy, and these have arrived in the 
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Proposed branch to Rio Turbio coal 
mines in Patagonia 


country already. Another 143,500 tons 
have been ordered from the United States 
Steel Export Company. Deliveries of 
these will begin with 15,000 tons before 
the end of the current year. and will con- 
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tinue through 1948, being completed in 
1949. These orders will permit of the 
construction and/or renewal of 1,800 km. 
of line. There are under construction 508 
houses for workmen and employees at 
different points on the line, and most of 
these will be finished in the current year. 
A comprehensive programme of re-ballast- 
ing will be carried out on several sections 
of the main line, and on some of the 
principal branches. 

In the following account of new con- 
struction the figures in brackets refer to 
the map references on page 552. The line 
from Salta to Socompa (1) on the Chilean 
frontier will be ready for traffic in Febru- 
ary, 1948, on completion of the section 
from Tolar Grande to Socompa. The 
Argentine part of the Northern Trans- 
sandine route from Salta to Antofagasta 
(Chile) will then have been completed. 
The broad gauge line from Pedro Vargas 
(Buenos Ayres & Pacific Railway) to 
Malargiie (2) will be extended to Bardas 
Blancas. Reconstruction of the Argentine 
Transandine Railway will be completed, 
and all necessary station buildings and 
other installations provided. The goods 
yard at the new termina! station in Men- 
doza will be completed. 

Work will proceed on the tunnel be- 
tween Superi and La Cocha (3). On 
several other branches which are as yet 
uncompleted, the final work will be car- 
ried out and all necessary buildings erected. 

Surveys will be continued for the con- 
struction of several new lines, the most 
important of these being: Comodoro 
Rivadavia-Puerto Deseado (4); Puerto 
Santa Cruz-Rio Turbio coal mines (see 
map on this page); Bardas Blancas-Con- 
tralmirante Cordero or Zapala, Buenos 
Ayres Great Southern Railway (2); and 
Guruzu Cuatid-Paso de los Libres (5) con- 
necting with the Brazilian railway system 
at Uruguayana over the _ international 
bridge recently opened. 








Course for L.N.E.R. 


THE L.N.E.R. has always been active in 

staff education, and recently the com 
pany pres wo on a new venture by hold- 
ing a residential course for cartage super- 
visors at its training school at St. Ronans, 
Hadley Wood. This course, which lasted a 
week, was attended by 20 supervisors from 
many parts of the country. 

It was intended not only to give the 
cartage supervisors the opportunity of 
obtaining a wider knowledge of their 
work, and to allow them to discuss their 
opinions in the frankest terms with the 
Management and with their colleagues 
from other districts and stations, but also to 
give the headquarters staff, who took part 
in the discussions, a wider appreciation of 
the supervisors’ problems. 

The course was not run on the formal 
lines of lecturer and students, but on the 
discussion group principle. Every subject 
was introduced by an opener, who indi- 
cated broad outlines and the principal 
directions in which discussion might use- 
fully proceed, and this was followed by a 
free interchange of opinion from. all 
present. 

Certain subjects were opened by one or 
cther of the company’s district officers: 
others were introduced by a member of the 
headquarters staff who is in daily touch 
with the phase of working concerned. In 
some cases it was found that the individual 
expression of opinion brought about by 
open discussion was best, whilst in others 


Cartage Supervisors 


the most useful method appeared to be 
discussion in small syndicates, who 
appointed one or more of their members 
to act as spokesman. 

The principal subjects dealt with were: — 

The 
services. 

The link between cartage and goods station 
working; and the effect of station time, 
morning and evening, on the total cost per 
ton. 

The relative suitability of different types of 
vehicles. 

Heavy haulage. 

Reporting and analysis of road accidents: 
methods of prevention. 

Training of motor drivers. 

The general form of cartage statistics, and 
their use as a guide to efficiency. 

Developments in cartage services and their 
effect on the overall efficiency of the railway. 

Ways in which effective local supervision 
can improve efficiency. 

The various forms of goods station docu- 
mentation and their effect on cartage efficiency. 

How the cartage operating staff can help the 
Road Motor Engineer’s staff to do their job. 

How the Cartage Department can assist 
claims prevention. 

Although this did not include every 
aspect of cartage working, it covered a 
wide field, and the spirited discussions 
and free interchange of views which took 
place resulted in a much better apprecia- 
tion by both supervisors and management 
of many of the problems which are en- 
countered every day. 


functions of collection and delivery 


[his was the first course of its kind, and 
was in the nature of an experiment. All 
present agreed that it was highly successful, 
and that the knowledge and experience 
gained would prove most beneficial to them 
in carrying out their duties in the future. 
The success of the course has encouraged 
the L.N.E.R. to consider holding similar 
courses for other supervisors 


Vokes LimitED.—The statement by the 
Chairman of Vokes Limited, Sir lan 
Stewart-Richardson, which was circulated 
with the report and accounts at the recent 
annual meeting, shows that the net 
profit of £11,390, after deducting income 
tax and E.P.T., compared with £11, 549 fo 
the previous year. A dividend of 124 
cent. has been declared in respect of ae 
year ended June 30 last, leaving £23.868 to 
be carried forward. The Managing 
Director of the company, Mr. Cecil 
Gordon Vokes, said at the meeting that 
most of the company’s pre-war customers 
were returning to it. They still could claim 
that they were supplying filters for almost 
every purpose in every industry all over 
the world. They were particularly proud 
of having received orders for filtration 
equipment for one at least of the oil pipe- 
lines which were being pushed forward in 
the Middle East. These orders were far 
and away the largest fiitration orders ever 
placed. In 1934 they had obtained the 
first order for the Iraq pipeline, and the 
equipment had been running for 13 years. 
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A Pennsylvania Railroad Relocation £487 a yard. The new alignment js, 


however, 0-8 miles shorter than the 


The U.S. Government is replacing 17 miles of the existing Pittsburg-Johnstown *X!Sting one. It also has siightly less 
: ‘ total curvature and the same ruling grade. 


section by 16 miles of new high-level line, to avoid the Conemaugh Dam reservoir though the latter is three times the 
bas p ; length of the one on the existing line 
HEN. a few years ago, the United the water level of the proposed reservoir. The new station to serve Saltsburg will 
States Government decided to dam but then falls away westwards at 1 in be about two miles from that town, but 
the Conemaugh River at Bow. between 333, to a point near mile 61, approxi- the existing low-level station will be 
Blairsville and Saltsburg, east of Pitts- mately abreast of the dam, and about retained in addition, as well as a part of 
burg. it also had to face the fact that 60 ft. below water level. The realignment, the present line near it connecting with 
about four miles of the Pennsylvania Rail- keeping on higher ground and avoiding the Turtle Creek branch line from Pit. 
road Pittsburg—Johnstown section would the inundation area. had to run level or cairn, and there will be an. apparently 
be inundated by the reservoir thus > 
formed. The original single line between : | aes 
these points was built by the old West ‘, ioee : aad a aaa a 14-0 €. TOC. TRACKS-————> 
Pennsylvania Railroad in 1866, and had rh 2 : ' Lae 
a ruling grade of | in 250; there was a a x a ow 
mile-long momentum grade of | in 154. pera: HY 
and curvature, moreover, was severe. In ? PRECAST CONCRETE SLAB | 
1909, however, the P.RR., then in posses- i" WATERPROOFING PRECAST CONCRETE SLA 
sion, spent a large sum on the realign- | 
ment of this section as a double line, so 
as to enhance its capacity by reducing the 
ruling grade to 1 in 333 (03 per cent.), 
and straightening out the four miles with 
the heaviest curvature; incidentally, the 
overall length was reduced by a mile. PREMOULDED PLANKING' 
In view of the fact that this modernisa- 
= ee ee a oe eo Hal section of decking of Social Hall bridge 
trains a day—the P.RR. was not prepared 
to subscribe towards the heavy cost of re- above reduced level 982, as far as the  steeply-graded new connecting line between 
location, to lift the line above the dam, and then fall at 1 in 333 (or with White on the retained section of the exist- 
inundation level of the proposed reservoir. easier grades) until the existing line ing line and the new Tunnelton Station 
nor did the Federal Government expect which falls only about 80 ft. in the 13 on the relocation. 
the company to contribute. The Govern- miles from mile 61 to mile 48—could Contracts for the new works were let 
ment. as well as financing the scheme. was be rejoined. in April, 1946. and it is expected that 
prepared to build a new line as suitable In fact, a slight countergrade was used the relocated line will be opened for 
to the needs of the company as is the so that a 189 ft. cutting could be made traffic about the end of 1948, or early in 
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MILES FROM PITTSBURCH 
Elevation of the 1866, 1909, and 1947 iines between Salina and Social Hall 


existing one, and seat about locating it through Bow spur near the dam, instead 1949. Apart from the Saltsburg tunnel. 

through the agency of U.S. Army Engi- of tunnelling; thence westwards a | in 333 the major works involved include bridges 

neers. : ruling grade was used for over 13 miles, over the river near Avonmore, Bow, and 
aes enabling a junction between the existing Social Hall, over its tributary, Spruce Run, 
The Surveyors’ Problem and future lines to be made at mile 48 and in five other places. 

[The problem confronting them can near Salina, at a level of 833. This en- The Bow bridge is 879 ft. long and in- 
be seen from the accompanying plan and tailed a high-level line down the valley cludes two 224-ft. deck truss spans, three 
profile drawings. It will be noticed that from Bow to Salina, and a tunnel 887 yd. 105-ft. and one 97-ft. deck plate-girde 
the existing (1909) line has a formation long through the spur behind Saltsburg. spans. Its tallest pier measures 107 ft. in 
level of 982 at mile 654, which is above estimated to cost about £452,000 or over (Continued on page 557) 
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Sectioned Perspective Views of L.M.S.R. 4-6-0 
Converted ‘“ Royal Scot ’’ Express Locomotive 


A comprehensive presentation of details of cylinders, motion 
frame stretchers, 


spring gear, 
W! publish in this issue the third of a 

notable series of sectioned perspec- 
tive views showing the constructional details 
of L.M.S.R. locomotives. The first of these 
drawings appeared in our issue of June 
15, 1945, and showed the front-end deta Is 
of the four-cylinder 4-6-2 “ Pacific  loco- 
motives. Class “ 7P,” in the non-streamline 
condition. This was followed by _ the 
appearance, in our issue of May 24, 1946, 
of a sectioned and exploded view of the 
Class “5 two-cylinder 4-6-0 mixed traffic 
locomotive. The latest addition to this 
extremely valuable series is, fittingly, a 
three-cyl.nder locomotive—one ot the 
converted “Royal Scot” 4-6-0s, Class 
"or. 

Like the two preceding views, this new 
drawing has-been received through the 
courtesy of the Chief Mechanical Enginee! 
of the L.M.S.R. The draughtsman respon- 
sible for its actual execution was Mr. V. C. 
Stockton. of Derby, who also made the 
two earlier drawings; and an examination 
of his latest achievement shows that he has 
surpassed his previous efforts in boldness 
and in the imaginative skill of his dis- 
section. For indeed imagination of no 
mean order is needed for a task of this 
kind. It is not enough merely to know 
that at a given place, say, a crosshead is 
located; Mr. Stockton shows his talent by 
deciding how to present that crosshead. 

To follow up this example on the accom- 
panying drawing, it will be found that, 
tor the inside cylinder the four-bar cross- 
head is sectioned through the vertical plane 
so that only the right-hand half appears in 
place. For the left-hand cylinder, the 
crosshead is sectioned in part only—just 
sufficient to show the construction and the 
assembly of the gudgeon pin in the small 
end of the connecting rod. The right- 
hand cylinder, being complementary to 
the left-hand, is omitted. Nor is the last 
sentence a mere glimpse of the obvious. 
It must have taken an immeasurable 
amount of painstaking — trial-and-error 
work before it could be decided what to 
include and what to omit. In general, 
however, the guiding principle used by 
Mr. Stockton has been to show a given 
aspect of a particular item, for example, 
an axlebox, once only, even if it occurs 
six times in reality. But having dissected 
an axlebox in a given position in a par- 
ticular way, he can—and does—make use 
of one or two other axleboxes to show 
further constructional details by the use of 
different section planes. This method is 
most effective in presentation and is also 
extremely economical in space. 

The _ present drawing imagines the 
observer to be standing on the left-hand 
side of the locomotive and looking towards 
the front, so that his line of vision makes 
an angle of 50 deg. to the longitudinal 
centre line. The drawing includes practi- 
cally all details up to the level at which 
the live steam pipes pass through the 
smokebox sides. It is evidence of Mr. 
Stockton’s complete mastery over this 
medium that he has taken a different angle 
of view for each of the three drawings 
which we have published. The Pacific 
locomotive placed the viewer fairly high 
up, so that the machine appeared almost 
as if seen from a bridge; in the case of the 
mixed-traflic 4-6-0, the details were pre- 
sented to an observer standing at, or just 


etc., viewed from the rear 


above, rail level; and in the latest example, 
the viewer might imagine himself to be at 
platform level. 

It will be recollected that the first of 
these drawings carred an elaborate key to 
ninety-nine numbered parts, for their 
identification; a simpler plan was adopted 
for the mixed-traffic locomotive drawing, 
in which about sixty parts were ~ flagged.” 
so that the numerical list was dispensed 
with. Now, however, our education has 
been advanced to a stage at which names 
and labels may be considered unnecessary, 
and the resulting simplification of the 
drawing constitutes a very improve- 
ment. 

A further trend to be observed by study- 
ing all three drawings, is an increasing 
sffectiveness in Mr Stockton’s technique. 
In the drawing of the Pacific, certain small 
items, for example, piston valves for the 
inside cylinders, suffered in reproduc 
tion through certain details being too small 
for clarity. Again, a good deal of emphasis 
was put on the use of graduated light and 
shade effects. The mixed-traflic locomotive 
drawing showed far more systematic use 
of stippled grounds, and there was no 
hesitation in using full black areas 
to show the outside surfaces of castings, 
etc. In the present drawing the use of 
stippled grounds has been carried - a fine 
art. The use of light and shade has been 
conventionalised; it is now used chiefly to 
convey the idea of interior hollow surfaces 
(for example, steam and exhaust passages) 
or other curved objects such as axles and 
valve-gear components. The exploded 
views which formed a_ promising—and 
intentional—feature of the mixed-traffic 
locomotive drawing do not figure in the 
present example, and Mr. Stockton’s art 
enables him to show quite effectively such 
items as steam sand-gear details on a 
drawing which also carries such massive 
components as driving axles and connecting 
rods. 

The inclusion of part of the boiler and 
firebox, has sgmewhat complicated the 
drawing, if only by widening its scope con 
siderably, but it is of great interest; and it 
also affords a clear idea of how the limited 
British loading gauge obliges a boiler to 
be crammed down on to the wheels and 
motion, especially in a large-whee] design. 
An intriguing glimpse through the water- 
space on the right-hand side of the fire- 
box shows us a portion of the asbestos 
mattress: a heavy black line indicates the 
lagging sheet beyond it. 

In this remarkable drawing. the some- 
what bewildering profusion of detail 
makes it difficult to select items for special 
comment: the treatment throughout is 
uniformly excellent, painstaking, accurate, 
and effective. What is so interesting on a 
close study of Mr. Stockton’s latest effort, 
however, is the way in which quite small 
details spring to the eye, with the most 
praiseworthy lucidity. Lubrication details 
for axleboxes (crowns and side faces); 
sand gear components; pressure release 
valves; coupling rod bushes; and even the 
grease-separator drain for the exhaust 
injector are examples of this. Among the 
larger items, the valve gear for the inside 
cylinder is particularly successful; a supple- 
mentary view of the left-hand motion is 
given, to show the parts cut away in the 
main view. Great restraint has character- 


real 


VI0 


ised the presentation of the frame 
stretchers, which otherwise would have 
swamped the drawing, but sufficient is 
shown to tell us as much about their loca- 
tion and shape as can be conveyed on a 
drawing of this kind. 

In concluding our previous article, cover- 
ng the mixed-traffic locomotive drawing, 
we expressed the hope that we might in 
due time see further examples of Mr. 
Stockton’s art. That hope has been ful- 
filled, but we feel that there are still many 
further applications of this method of 
presentation to locomotives and rolling 
stock; and we trust that they will be con 
sidered. The sectioned perspective view 
is a most successful instructional medium, 
in the right hands; the distortions insepar- 
able from isometric projection do not 
appear, and the viewer feels that he is 
indeed looking at an actual sectioned 
model. The psychological value of these 
three drawings to the L.M.S.R., due to the 
interest stimulated in its locomotives, is 
difficult to assess, but must be considerable. 


L.N.E.R. (N.E. Area) Lecture 
and Debating Societies 


HE re-opening meeting of the L.N.E.R. 
North Eastern Area Federation of 
Lecture & Debating Societies, after a lapse 
of eight years. was held recently, when over 
250 members from all parts of the area 
were present to hear an address by Sir 
Ronald Matthews, Chairman of the com 
pany. The Federation comprises the 
societies at Newcastle, Darlington, York, 
Hull. Middlesbrough and West Hartlepool. 
and the Locomotive Society, York. The 
meeting was under the Chairmanship of 
Mr. Miles Beevor (Chief Secretary & Legal 
Adviser to the British Transport Commis- 
sion, and formerly Acting Chief General 
Manager, L.N.E.R.), who is also President 
of the Federation. 

Sir Ronald Matthews took as his sub- 
ject “ A Railway Generation—Comments 
on the Lifetime of the L.N.E.R.” He out- 
lined the history of the 25 years life of the 
L.N.E.R., dealing with the particular prob- 
lems which amalgamation had involved 
and the methods of organisation which 
had been introduced to deal with them. 

e€ went on to refer to some of the out- 
standing achievements of the L.N.E.R,.. 
mentioning particularly the inauguration 
of the train-ferry service to the Continent; 
the non-stop run of the “ Flying Scots- 
man” between Kings Cross and Edjin- 
burgh; the high-speed trains, including the 
* Silver Jubilee ~ and the “ Coronation ” 
and the speed record achieved by Sir Nigel 
Gresley’s locomotive Mallard. 

Dealing with present-day difficulties, and 
the criticism sometimes received. Sir 
Ronald Matthews stated that those were 
directly attributable to the war and post- 
war shortages, which had prevented the 
implementation of a comprehensive recon- 
struction programme; and he expressed the 
view that, otherwgse, they would by now 
have seen electrification schemes in force 
in the London area and between Manches- 
ter and Sheffield. as well as considerable 
improvements in focomotives and rolling 
stock. : 

The paper gave rise to a short but active 
discussion, and replies were given to com- 
ments and questions raised. Mr. L. Ballan. 
District Goods Manager, Hull, proposed. 
and Mr. Anson, Stationmaster, York. 
seconded, a vote of thanks to Sir Ronald 
Matthews and Mr. Miles Beevor. which 
was carried with enthusiasm. 
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THE RAILWAY GAZETTE 


New Lightweight Wagons in France 


Use of alloys has saved 3 tons in weight 
compared with the corresponding steel wagon 


THE liberation found France desperately 

in need of railway equipment and 
rolling stock, and in addition to the recon- 
struction of viaducts and other works, the 
country has made progress with new de- 
velopments in wagon building. A recent 
innovation has been tthe use of light alloys 
in the construction of wagons. Duralinox, 
which is tougher than aluminium but not 
quite so strong as duralumin, is used for 





A view of the 


oak flooring in the 
French wagon 


the panels, and duralumin for the cast 
and braking items. 

The wagon, which was built to carry 
a load of 16 tons per axle, has a chassis 
32 ft. 1 in. long, excluding the buffers. 
The wheelbase is 18 ft. 0} in. Internal 
dimensions are: Height, 4 ft. 74 in.; length, 
22 ft. OF in.; and width, 8 ft. 54 in. 

The steel axles are fitted “with wheels 


3 ft. 34 in. in dia., with a cast aluminium 
alloy centre of a special type. The centre 
and lining are mounted in the usual way. 
and the additional weight on the two axles 
is 9 cwt. | qr. The axleboxes are modified 
only by strengthening pieces of cast steel, 
adding a total weight to the four axle- 
boxes of 2 cwt. 3 qr. 18 lb 

Suspension is by spring plates of vari- 
able flexibility. This is obtained by sepa- 


new lightweight 


rating the first group of three plates from 
the six others. A machine is used for 
testing the springs. and flexibility varies 
from ~ in. to §? in. per ton. The spring 
is interchangeable with the normal 
S.N.C.F. spring. 

Suspension points are in alloy, resulting 
in a saving in weight of 2 cwt. 2 qr. 4 Ib. 
Coupling screws and hooks are all in steel, 








A Pennsylvania Railroad Relocation 
(Concluded from page 554) 

height, and one of the abutments is 102 
ft. high. Social Hall bridge consists of 
eight 100-ft. deck spans and the piers vary 
in height from 80 ft. to 95 ft. To econo- 
mise in timber for the shuttering, the upper 
56 ft. of the reinforced concrete piers are 
identical and consist of two rectangular 
columns, tied together with a web-wall half 
way up and below the cap. This upper 
part is built integrally with a supporting 
monolith of varying height, battened in 
two directions down to a )5-ft.-thick slab 
fooling. The abutments daa are nearly 
90 ft. high and, like the 102-ft. one at 
Bow, are of the three-column spill-through 
type. Spruce Run bridge consists of three 
100-ft. through girder spans and one 65-ft. 
deck plate-girder span. As one of our 
illustrations shows, the deck spans of these 
bridges have four girders per span, two 
under each track, supporting separate re- 
inforced concrete decks. All shuttering 
was shov-fabricated on mass-production 
and precision lines. 

_ In order to replace the locomotive coal- 
ing and watering facilities at Avon- 
more on the existing line, new plant will 
be provided at Truxall, three miles further 
west, and clear of the foot of the 13-mile 





ruling grade on the new alignment, which 
will be equipped with the cab-signal 
system of signalling. 

The most spectacular features of both 
the old and new lines are at Bow. where 
the 1866, 1909, and 1947 routes all have 
to negotiate a knife-edge spur between two 
reaches of the Conemaugh river only 
1,000 ft. apart. Here the low-level 1866 
line was the most northerly of the three 
and tunnelled through the spur, as did the 
1909 line just south of it and at a higher 
level. Between the two is a third tunnel 
formerly used by the Old Pennsylvania 
canal. The 1947 route crosses the other 
two lines, the canal, and the river diagon- 
ally, the rail level of the new bridge being 
65 ft. above the old. From the bridge 
the western portals of all three tunnels can 
be seen. The new bridge leads directly to 
the deep cutting through the spur already 
mentioned. As the levels of all three 
tunnels are below the water-leve! of the 
new reservoir, they will have to be plugged 
at their eastern ends to prevent the river 
using them to by-pass the dam, which is 
on the western reach of the hair-pin river 
bend round the north end of Bow spur. 

To ensure the safety of the new line, 
which for about a mile passes over 
worked-out coal workings, subsidences are 
being guarded against by making 
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but the spring supports are of cast alloy. 
Buffers are of the same type and dimen- 
sions as the S.N.C.F. standard, and are 
constructed in alloy. Protection panels 
are steel-plated. 

The wagon is fitted with Westinghouse 
compressed air braking, and the triple 
valve, providing “ empty-full” and “ level- 
hilly ” positions, is worked by handles at 
the side. The wagon is not fitted with a 
hand brake, but the brake cylinder, triple 
valve, auxiliary tank, taps, and other parts 
are ail in aluminium alloys. 

Four U-shaped beams, 9} in. deep, con- 
stitute the chassis, and are linked by cross- 
beams of the same size. These are rein- 





The wagon body is similar to that of standard 
steel vehicles 


forced by very large riveted junction plates 
of steel. The body is in no way different 
from that of the ordinary steel wagon. 
The flooring, in oak, is fixed in the normal 
manner. Tarred paper is inserted between 
the flooring and the body to protect the 
light metal against humidity. The total 
saving in weight. compared with a steel 
wagon of the same type, is about 34 tons. 


numerous drill holes from the surface 
down to the workings, and _ forcing 
materials down into them to fill the 
voids. Every care, therefore, is being 
taken by the Government to ensure that 
the company in taking over the relocated 
iine, will have a railway that is—apart 
from the longer ruling grade and some 
19 ft. greater rise and fall—as nearly as 
possible equal to the existing one. In some 
respects the new line is superior, notably 
in length and curvature; its total estimated 
cost is about £4,000,000. according to our 
American contemporaries Trains and En- 
gineering News-Record, to whom we are 
indebted for the drawings reproduced. 





L.N.E.R. CONTINENTAL SERVICES AT 
CHRISTMAS.—The L.N.E.R. Hook of 
Holland day service at Christmas will be 
amended to outward sailings on Decem- 
ber 22, 24 and 27; and incoming sailings on 
December 21, 23 and 26. Night services 
between Harwich and the Hook of Holland 
on Christmas Day will be cancelled. To 
and from Antwerp there will be no change, 
sailings being on December 23 and 26. 
The Esbjerg services will be from Harwich 
on December 19, 22 and 30; and from 
Esbjerg to Harwich on December 17, 20 
and 27. 
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G.W.R. Taunton Concrete Depot 


Increasing use is being made 


of precast concrete units for 


constructional purposes and for the manufacture of a variety 


of articles previously made of 


A PART from the fact that for some 

years concrete has been accepted as 
a building material on its own merits, the 
acute shortage of bricks, timber, steel, etc., 
since the war has resulted in its use for 
railway and other industrial purposes being 
extended still further, largely in the con- 
struction of buildings and bridges, and also 
to an increasing extent in the manufacture 
of a variety of articles, large and small, 
previously made from materials now in 
short supply. 

For a number of years, railway engineers 
have been alive to the possibilities of 
concrete as a building material, and at the 
present time are exploiting its advantages 
to the full, paying more and more atten 
tion to the design of precast units, which 
ensure speedy erection and in some 


materials now in short supply 


during the first six months of the current 
year, more than 100,000 concrete items 
were made there, and over 200 standard 
articles, varying from paving slabs to 
sliding stop-blocks and fireplaces to ablu- 
tion troughs, are in regular production. 
The depot also has a useful role as an 
advice centre for the whole of the G.W.R. 
system on all types of problems connected 
witn concrete. 


Variety of Articles 

It is not possible in a short article to 
enumerate all the items made at the 
depot. Some idea of the output of the 
works, which was visited by representatives 
of the technical press on Tuesday in last 
week, may be had, however, from the fol- 
lowing figures, which cover the first half 
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are of two types, one being a standard 
building block, and the other a hollow 
block triangular in shape for erecting light 
retaining walls. 

Another useful product of the depot is 
a concrete hut, 6 ft., 8 ft., or 12 ft. 4 in. 
span, with steel window frames cast in 
the concrete. Several of these huts of 
varying sizes are illustrated in the photo- 
graph reproduced below. 

Other articles made as demand dictates 
include ablution benches, more than 300 of 
which have been erected at Swindon 
works; cycle sheds with precast cycle-wheel 
supports so designed that they can be put 
up by ordinary labour; standard platform 
slabs 6 ft. by 5 ft. reinforced with high- 
tensile pressed-steel fabric; footbridge steps 
hardened in a silica bath to give a good 
wearing surface; props for steel signal 
masts; polished concrete partition slabs for 
office buildings; gate posts with permanent 
bases and wedge-in tops to permit replace- 
ment if broken without removing the base; 
and fireplaces and other fittings for office 
buildings. 


Concrete huts with window frames cast in the concrete are made at Taunton and supplied to all parts 
of the C.W.R. system 


instances permit a certain degree of 
standardisation. In bridge building, special 
importance attaches to the precast section, 
as it enables renewals to be effected in a 
matter of hours with minimum dislocation 
of traffic. 


Early in the Field 

One of the pioneers in this field was the 
G.W.R., which first undertook the manu- 
facture of concrete articles at Taunton as 
long ago as 1898, when two disabled 
masons were put to work making platform 
paving slabs for use on West of England 
stations. Some of these slabs are still in 
existence, and can be seen at Watchet, 
Somersei, and elsewhere. 

Until 1911, the paving slabs and 
coping blocks made at this works were 
used in the Plymouth and Taunion Divi- 
sions only, but the depot has been extended 
from time to time, and now covers 10 acres 
and employs about 150 men. Articles of 
ever-increasing variety now are made for 
use on all sections of the G.W.R. system. 

Since 1943, the depot has come under 
the Divisional Engineer, Mr. F. Holland, 
the Engineer in Charge being Mr. H. M. 
Pearson. In view of. the general shortage 
of building materials of all kinds, the depot 
is now working to capacity. For example, 


of 1947 and indicate the priority allotted 
to certain items :— 

Roller blocks 

Building blocks 

Cant blocks 

Crank beds 

Lamp posts 

Block sleepers 

Gate posts we 

Platform coping blocks 

Floor tiles 

Manhole covers ‘ 

Steps for footbridges, etc. 


From the above, it will be seen that the 
present shortage of wooden sleepers ‘is 
being helped out very considerably by the 
manufacture of concrete sleeper blocks, 
which are being used in sidings and goods 
loops, and of which the weekly output 
varies from 2,000 to 3,000. The manufac- 
turing process is illustrated in the photo- 
graph reproduced on page 559. The 
sleepers are cast in concrete moulds, which 
can be released for a further batch the 
next day, and every sleeper is dated before 
it leaves the works. 

At the Taunton depot, as many different 
articles as possible are cast in concrete 
moulds, which results in considerable 
economy in the use of timber and steel. 

An output of 34,000 building blocks for 
the half-year represents a substantial saving 
in bricks. The blocks made at Taunton 


5,500 


A considerable amount of work is in 
hand, also, in connection with  non- 
standardised units, mainly for stations and 
bridges, and at Taunton last week the 
visitors were shown parts of future G.W.R. 
stations for Aberdare, Port Talbot, and 
Barry. These were seen in the various 
casting stages and being made ready for 
despatch. 

Also inspected at the same time were the 
sections for a bridge at Aberdare. Some 
of the sections for this bridge, which are 
illustrated on page 559, weigh 32 tons, and 
they have been reinforced by rolled steel 
joists. The illustration at the bottom of 
the page shows one section with a lifting 
beam in position. 


Testing and Research 

The materials used in the depot, and 
the finished products as well, are all sub- 
jected to stringent laboratory tests, includ- 
ing tests for durability and porosity. In 
the laboratory, which is run by the depot 
staff, research work is being carried out in 
connection with refractoriness, effect of 
engine fumes on concrete, waterproofing, 
etc., and investigation of a number of 
patent processes is proceeding at the same 
time. 

The depot is now due for reconstruction, 
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and, having in mind the importance of the 
work, plans have been prepared by the 
G.W.R. for the provision of permanent 
buildings, and for the installation of the 
necessary equipment, internal transport 
facilities, goods handling plant, etc., on the 
most up-to-date lines. 

Adequate accommodation will be pro- 
vided for the staff, and the amenities 
planned include drying rooms and cloak- 
rooms. This work will be put in hand as 
soon as the necessary materials are avail- 
able. 


THE L.N.E.R. EXTENSION OF TIME ACT. 
—The Minister of Transport has made the 
London & North Eastern Railway (Exten- 
sion of Time) Order, 1947 (S.R. & O., No. 
2199, price Id.). This Act extends by 
three years the time for the completion 
of the railway in the County Borough of 
West Ham. 


HIGHER PAY FOR POSTAL WoRKERS.— 
Wages increases estimated to cost £5 mil- 
lion a year have been offered vy the Post- 
master-General to manipulative grades of 
the postal service. A delegate conference 
of the Union of Post Oifice Workers will 
be held at Blackpool on November 27 and 
28 to consider the offer which, if accepted, 
will be back-dated to October 1. 


INTERNAL AIRWAYS FARES AND SERVICES. 
—Certain fares on British European Air- 
ways internal routes were increased, and 
others reduced, on November 2, in the 
course Of adjustment of rates inherited 
from the previous operators. The average 
increase is 15 per cent. On other lines. 
including London to Manchester, monthly 
returns representing a reduction of 15 per 
cent. on the cost of two single tickets 


have been introduced. The London-Prest- 


wick service is cancelled this winter, and 
London-Glasgow flights are reduced to one 
each way daily. Two services each way 
are retained between London and Aber- 
deen. On the London-Liverpool and Lon- 
don-Manchester routes there is a daily 
service, including Sundays, in each direc- 
tion. The cross-country service from New- 
castle to Glasgow and Belfast, introduced 
this summer, has been suspended. 
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Concrete sleepers for use in sidings and goods loops are cast in 
concrete moulds at the rate of 2,000 to 3,000 a week 











A precast concrete section weighing 32 tons, with,a lifting beam in position, for a bridge to be erected 
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Casting standard platform slabs, size 6 ft. by 5 ft., at the G.W.R. 


Taunton concrete depot 









by the G.W.R. at Aberdare 
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Electric Lighting for 15-in. Gauge Locomotive 


Steam-driven generator 


and Nife battery in 


Romney, Hythe & Dymchurch Railway installation 


Close-up of the generator on 4-8-2 locomotive ‘* Hercules ~ 


DURING ihe war the Service authorities 
found it necessary to have a generat- 
ing plant for battery charging which was 
completely self-contained and independeni 
of normal fuel supplies. After much re- 
search, a set consisting of a small steam- 
driven generator and boiler was produced 
in large quantities, These were dropped 
by parachute to chosen units of Partisan 
forces throughout Europe. 
With the advent of the oil-burning loco- 
motive in this country, provision of elec- 


tric lighting on footplates, for boiler gauge 
illumination and other applications be- 
came desirable, and the airborne set was 
eveloped to the design of the N.C.K. 
Products Limited by Stuart Turner Limited 
of Henley-on-Thames into a much larger 
generator of the automatic voltage con- 
trol type, coupled directly to the steam 
engine. 

The first of these locomotive lighting 
sets to go into active operation was in- 


stalled on the 4-8-2 locomotive Hercules 
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of the Romney, Hythe & Dymchurch Rail- 
way 15-in. gauge light railway runnin. be- 
tween Hythe and Dungeness. This joco- 
motive is used for hauling heavy ballast 
trains at night. and hitherto considerable 
delays have been caused by straying cattle 
and other obstructions left on the |ine— 
not to mention the great number of ‘evel 
crossings, which have .meant constant 
stopping. 


The Generator in Service 


On October 5, the last train from Hythe, 
marking the closure of the summer passen- 
ger-carrying season, was overated by 
Hercules, provided with a powerful !cad- 
light (the beam of which was seen for a 
distance of five miles across Romney 
Marsh); cab illumination; and the cus- 
tomary code light indicating a stopping 
train. 

All this equipment was powered by 
the steam-driven generator set, with a 
Nife nickel cadmium alkaline battery on 
floating charge, mounted on the running 
plate on the opnosite side to the gene- 
rating set. 

One important feature of this equip- 
ment is that it is not necessary to run the 
generator at all times, because the Nife 
battery provides a reserve of illuminating 
power. 

The steam generating plant itself is un- 
usual in that it has a medium-speed reci- 
procating engine requiring only a crack of 
steam to operate it at full load, any appre- 
ciable additional load on the boiler thus 
being avoided. The working pressure is 
only 50 lb. per sq. in., which in the case 
of Hercules is achieved by using a M.L.L. 
steam trap in reverse as a reducing valve, 
there being no room on the miniature 
locomotive to instal a standard reducing 
valve. 








Buck-Eye Couplers after Doncaster Accident, L.N.E.R. 


ee 


#e me bi 
—— 


The buck-eye couplers still engaged between the third and fourth vehicles involved in the accident near Doncaster, 
L.N.E.R., on August 9, 1947 
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Side Pits for Tube Vehicle Maintenance 


Solving a maintenance problem arising from the provision 


of more passenger space 


AUST 


in London 


eT di % 
ae 


Transport trains 


Adjusting the electrical equipment of regenerative stock from one of 
the new side pits 


[‘ order to obtain the maximum passen- 

ger accommodation in London Trans- 
port electric trains, the equipment com- 
partment (in which were housed contactors, 
compressors, rheostats, and auxiliary 
equipment) has been abolished in the 
modern stock. This equipment is mounted 
on the underside of the car, where in many 
instances it is less accessible for main- 
tenance. 

To overcome any disadvantages of this 
change, it was decided to investigate the 
possibility of improving facilities for 
carrying out maintenance work. The 
ordinary inspection pits at the railway 
depcts did not permit of ready access to 
much of the equipment situated at the 
sides of, and beneath, the car underframe. 

The best answer to the problem was 


found to be the provision of extra pits 
on each side, outside the running rails, 
allowing design and maintenance to ad- 
vance hand in hand. The equipment could 
be mounted where the designers desired 
it, and, at the same time, could be arranged 
so that it was readily accessible to work- 
men standing in the side pits. Even such 
items as shoe beams, axleboxes, and trip 
gear (which in the past had caused much 
trouble to reach or dismount) would be 
more easily accessible. 

Side pits were installed first at the new 
depot which was built at Neasden on the 
site of the old Metropolitan Railway 
works. Three roads are equipped, giving 
service to six trains at any one time. In 
two cases the pits are shallow. and were 
designed for use with surface line stock; 
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the remaining road, with deep pits, is for 
use with tube stock. 

In construction, the side pits may be con- 
sidered as an extended centre vit through 
which run two parallel concrete walls 
carrying longitudinal sleepers, on which 
running rails are fixed. The deep side pits 
are 3 ft. 8 in. deep and 1 ft. 9 in. wide; 
the dividing walls are 1 ft. 6 in. thick at the 
top, increasing to about 1 ft. 10 in. at the 
bottom. The shallow pits are only 2 ft. 
deep, but otherwise the dimensions are 
approximately the same. 

Cross-passages are provided at intervals, 
giving access to the centre pit, the rails 
being supported at these points by steel 
joists placed across the gaps in the wall. 
Drainage is almost unnecessary, but any 
water which might gain access would drain 
down through the cross-passage into the 
centre pit, where it would fall into the 
sump provided and be dealt with in the 
normal way. Access to the side pits is 
obtained by way of flights of concrete 
steps at each end. 


Maintenance Work Facilitated 

The provision of these side pits has been 
amply justified. Access to all ordinary 
bogie parts has been simplified greatly and 
some parts of the equipment hardly could 
be dealt with otherwise. Work on the re- 
generative stock also is facilitated greatly. 
The use of side vits is being extended. 

At the newly-built London Transport 
depots at Hainault, Ruislip, and Alden- 
ham, several roads have been equipped 
with side pits, and their use will become 
general in all prospective London Trans- 
port depots. It is possible also that certain 
roads in existing depots will be rebuilt 
with side pits. As a result of experience 
so far obtained, the shallow side pits are 
preferred, and they will become the pro- 
totype for future designs. 


* BATTLE OF BRITAIN” CLASS ENGINES. 
—Among the names selected for further 

Battle of Britain” class engines now 
being built by the Southern Railway are 
Sir Frederick Pile, Sir Archibald Sinclair, 
Anti-Aircraft Command, and Royal Ob- 
server Corps. During the Battle of Britain, 
Sir Frederick Pile was G.O.C.-in-C. Anti- 
Aircraft Command. and Sir Archibald 
Sinclair was Secretary of State for Air. 


Deep side pits for tube stock at Neasden Depot 
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RAILWAY 


PERSONAL 


Colonel Eric Gore Browne (Chairman, 
Southern Railway Company) has accepted 
the Presidency of the Railway Convales- 
cent Homes for 1948, in succession to 


Viscount Portal (Chairman, Great Western 
Railway Company). 


The Canadian Minister of Transport has 

announced the re-appointments of Mr. 
H. J. Symington and Mr. B. L. 
Daly as Directors of the Cana- 
dian National Railways for a 
further term of three years. 
Mr. Symington is President of 
Trans-Canada Air Lines. 


Mr. W. G. Wilson, Chief 
Mechanical Engineer, Palestine 
Railways, sailed recently for 
England, preparatory to retire- 
ment. Mr. T. H. Baggaley, 
Locomotive Superintendent, is 
acting as Chief Mechanical 
Engineer. 


Mr. Cesare Lucchini has 
been appointed General Direc- 
tor (Engineering & Operating), 
Swiss Federal Railways. Mr. 
Lucchini, who has been Divi- 
sional Manager, No. 2 Division 
(Lucerne), since 1938, succeeds 
Dr. M. Paschoud, who is re- 
tiring. Portraits and _bio- 
graphies of Mr. Lucchini and 
Dr. Paschoud appeared in our 
issue of June 13 last. 


Mr. C. W. Foxley, Works 
Superintendent, Carriage & 
Wagon Works, Derby, 
L.M.S.R., has retired, after 47 
years’ railway service. 

Mr. K. A. E. Moore has re- 
signed from the board of Jonas 
Woodhead & Sons Ltd. 

We regret to record the death 
on October 30 of Mr. William 
E. Pincombe, who retired in 
1926 from the position of 
Bridge & Structural Engineer, 
East Indian Railway. 


Mr. Gerald Steel 
appointed Joint Managing 
Director, with the Chairman 
(Sir Walter Benton Jones), of the United 
Steel Cos. Ltd. 


has been 


SouTH AFRICAN RAILWAYS & HARBOURS 

Mr. A. M. Steel, Resident Engineer 
(New Works), Cape Town, has been ap- 
pointed Inspecting Engineer (New Works), 
Office of Chief Technical Officer (Recon- 
struction), Johannesburg. 

Mr. A. T. Stacey, Assistant Superinten- 
dent (Operating), System Manager’s Office. 
Cape Town, has been appointed Superin- 
tendent (Operating), System Manager's 
Office, Bloemfontein. 

Mr. A. S. Foster, Assistant Engineer 
(Electrical), Durban, has been appointed 
System Electrical Engineer, Port Elizabeth. 

Mr. H. H. Humphreys, Chief Clerk, 
Ministry of Transport, Pretoria, has been 
appointed Secretary, Railway Board, 
Pretoria. 

Mr. J. B. Dunlop, Chief Clerk, General 
Manager’s Office, Johannesburg, has been 
appointed Secretary, S.A.R. Service Com- 
Mission, Pretoria. 
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Mr. F. A. Pope, C.LE., M.Inst.T., a 
Vice-President of the L.M.S.R., has ac- 
cepted an invitation by the Northern Ire- 
land Minister of Commerce to become a 
member of the Northern Ireland Road 
Transport Board, and has been designated 
Chairman of the Board from January 1, in 
succession to the Earl of Enniskillen, who 
will be resigning from that office. Mr. 
Pope will also act as adviser to the Minis- 
ter in general transport matters. He was 


Mr. F. A. Pope 


Vice-President, L.M.S.R., appointed a member, and 


Chairman-designate, of the Northern Ireland 
Road Transport Board 


educated at The Leys School, Cambridge, 
and joined the L.N.W.R. in 1910. The 
principal appointments he had held with 
the L.M.S.R. up till his appointment last 
year as a Vice-President were Superinten- 
dent of Operation (1938-40); Manager, 
Northern Counties Committee, Belfast 
(1941-43); and Chief Commercial Manager 
(1943-46). He served with distinction in 
both world wars, attaining the rank of 
Major during his service in France and 
with the Salonika Force during that of 
1914-18, when his awards included a men- 
tion in dispatches, the Greek Order of 
Merit, and the White Eagle of Serbia. In 
1940 he was appointed Director of Rail- 
ways, B.E.F., with the rank of Colonel. 
He was again mentioned in dispatches. 
After the evacuation from France he re- 
turned to the L.M.S.R. In his consider- 
able overseas transport experience, Mr. 
Pope has held appointments as Divisional 
Superintendent and as Acting Superinten- 
dent of the Line, Nigerian Railway (1925- 
30); in 1932 and 1933 he twice visited 
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India, when his services were lent to the 
Government of India as Chairman of a 
committee appointed to recommend 
measures for achieving greater efficiency 
and economy on the Indian railways. He 
went to India again in 1944-45 as Regional 
Port Director, Calcutta, and was made a 
C.LE. in June, 1945. 


Mr. 
Goods 


A. R. Pegg, Agent at New Cross 

Depot, L.N.E.R., has been ap- 
pointed Goods Agent, Strat- 
ford. 


Mr. J. B. Blakeborough has 
been appointed to the board of 
Alley & MacLellan Limited. 


Mr. R. A. Mackie has been 
appointed Assistant General 
Manager of Hotels, Canadian 
Pacific Railway. Previously he 
was Manager of the company’s 
Banff Springs Hotel. 


Mr. E. H. Stagg, Secretary 
of Sulzer Bros. (London) Ltd., 
has been appointed a Director. 

Mr. Robert Davidson, 
M.Inst.T., who, as recorded in 
our October 24 issue, has been 
appointed a full-time member 
of the-Docks & Inland Water- 
ways Executive, has been 
General Manager & Engineer 
of the Leeds & Liverpool Canal 
Company since 1925, and also 
a Director since 1942. Mr. 
Davidson joined the staff of 
that company in 1903. He 
served during the 1914-18 war 
with the Royal Engineers in 
France, rejoining the canal 
company in 1918; three years 
later he was appointed Estate 
Manager, which post: he held 
until he became General Mana- 
ger & Engineer. Mr. David- 
son’s other appointments in- 
clude those of President of the 
Canal Association and Chair- 
man of the North-Western 
Region Canal Committee. He 
formed Canal Transport 
Limited in 1930, and was ap- 
pointed that company’s first 
Manager; and in 1936 he be- 
came Chairman of James 
Mayor & Co. Ltd., engineers 
and boatbuilders. Throughout the recent 
war Mr. Davidson served as a member of 
the Liverpool Port Emergency Committee, 
and he was the first Chairman of the 
Inland Waterways Engineering Committee 
set up by the Ministry of War Transport. 
He is a Vice-President of the Institute of 
Transport. 


Mr. John Donovan, who, as recorded in 
our October 24 issue, has been appointed 
a full-time member of the Docks & Inland 
Waterways Executive, has been National 
Secretary of the Docks Group, Transport 
& General Workers’ Union, since 1941. 
He was born at Swansea, and worked at 
Swansea Docks from 1906, when aged 14, 
until he was appointed an official of the 
Transport & General Workers’ Union, in 
Cornwall, in 1925. In 1932 he was made 
Area Secretary at Bristol for the Union; in 
i940 he became a National Docks Officer, 
and in 1941 National Secretary, Docks 
Group. Mr. Donovan was for a period a 
member of the National Executive of the 





Mr. Robert Davidson 


Appointed a full-time member of the 
& Inland Waterways Executive 


Docks 


Dock, Wharf, Riverside & General 
Workers’ Union, until its amalgamation 
with the Transport & General Workers’ 
Union in 1922. 


Sir Robert Letch, M.Inst.T., who, as 
recorded in our October 24 issue, has been 
appointed a full-time member of the 
Docks & Inland Waterways Executive, has 
been since 1945 Chairman of the National 
Association of Port Employers and Em- 
ployers’ Chairman of the National Joint 
Council for the Port Transport Industry. 
He was educated at the William Ellis 
School, Hampstead, and entered the service 
of the Port of London Authority in 1915, 
during the next twenty-five years having 
experience of all sections of that under- 
taking. He visited Australia, New Zealand, 
Canada, the U.S.A., South Africa and 
European countries to study port condi- 
tions. In 1938 he was appointed Assistant 
General Manager of the Authority, and 
after the war he became Chairman of the 


Mr. R. Restall 


Appointed Central Divisional 


C i Engineer, 
Southern Railway 
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Mr. John Donovan 


Appointed a fuli-time member of the Docks 
& Inland Waterways Executive 


Reconstruction Committee. In 1940 Sir 
Robert Letch organised the Clyde Anchor- 
ages Emergency Port for the Ministry of 
Transport; and subsequently he became 
Regional Port Director, successively, for 
the Clyde Area; Scotland; and the North 
Western Region. He was a member of the 
Clyde Estuary Committee under Lord 
Cooper in 1945; Chairman of the Mersey- 
side Dock Access Committee, 1945; and 
Chairman of the Forth Pilotage Inquiry, 
1946. 

Mr. R. Restall, Production Assistant to 
Maintenance Engineer, Southern Railway, 
who, as recorded in our October 10 issue, 
has been appointed Divisional Engineer, 
Central Division, received technical train- 
ing at the South Western and Regent Street 
Polytechnic Engineering Schools, and then 
entered the London office of Braithwaite & 
Co. Engineers Ltd. In 1924 he joined the 
Southern Railway as a draughtsman in the 
London East Divisional Engineer's Office, 


Mr. H. M. Collings 


London Suburban District Goods Manager, 
L.N.E.R., 1938-47 
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Sir Robert Letch 


Appointed a full-time member of the Docks 
& Inland Waterways Executive 


and served in that capacity until 1927; dur- 
ing that period he was engaged on electri- 
fication on the Eastern Section, and acted 
as Resident Engineer on the Cannon Street 
and Charing Cross alterations. He received 
an appointment with the Buenos Ayres 
Great Southern Railway in 1927, and re- 
turned to the Southern Railway in 1928, 
when he entered the Chief Engineer's Office 
(New Works Section). He became engaged 
as Resident Engineer on the Lewisham new 
loop line and the reconstruction of Hastings 
Station. In 1933 he transferred to the 
London West Divisional Engineer's Office 
for maintenance of bridges; and in 1936 he 
was made Chief Technical Assistant to 
Divisional Engineer; he was appointed 
Assistant London West Divisional Engineer 
in 1939. Mr. Restall became Production 
Assistant to Maintenance Engineer in 1944, 

Mr. H. M. Collings, who has retired 
from the position of London Suburban 
District Goods Manager, L.N.E.R., entered 


The late Mr. A. F. Bayne 


Dock Superintendent, Buenos Ayres Southern 
Deck Co. Ltd., 1928-36 
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the service of the Manchester, Sheffield & 
Lincolnshire Railway in the Manchester 
District, and was transferred to Maryle- 
bone Goods Department on the opening 
of the Great Central line to London in 
1899. In 1907 he was appointed relief 
clerk on the staff of the London District 
Goods Manager, and three years later was 
transferred to the Chief Goods Manager's 
Office as special relief clerk, in which 
capacity he was engaged for varying 
periods at all the principal stations on the 
Great Central Railway. Subsequently, Mr. 
Collings acted as Chief Claims Clerk and 
held other positions in the Chief Goods 
Manager's Office until 1917, when he was 
made Chief Clerk to the.Marylebone Dis- 
trict Goods Manager. After the formation 
of the L.N.E.R., and on the formation of 
the London Suburban District Goods 
Manager’s Office, Kings Cross, in 1926, he 
took up the position of Chief Clerk in that 
office. and three years later was appointed 
Assistant to the Suburban District Goods 
Manager. Mr. Collings was transferred 
in 1933 as Assistant to the London City 
Manager, which position he vacated on 
taking up his appointment as London 
Suburban District Goods Manager in 1938. 
For a period in 1944-45 he was Acting 
London City Manager. 


Mr. Arthur Francis Bayne, whose death 
in Argentina, in his 78th year, was re 
corded in our October 31 issue, retired in 
1936 from the position of Dock Super- 
intendent, Buenos Ayres Southern Dock 
Co. Ltd. (a subsidiary of the Buenos Ayres 
Great Southern Railway Co. Ltd.). He 
joined the staff in Argentina of the Buenos 
Ayres Great Southern Railway in 1901. 
after having worked for four years in the 
London office of the Central Argentine 
Railway. From 1901 to 1928 he was 
employed in the management of the 
B.A.G.S.R.; and in the latter year he was 
appointed Dock Superintendent of the 
Buenos Ayres Southern Dock Co. Ltd. 
Mr. Bayne was a nephew of Mr. Arthur 
Wyatt Bayne, at one time Storekeeper, 
Central Argentine Railway, and elder 
brother of Mr. Charles Walter Bayne, who 
was General Manager of the Central 
Uruguay Railway, 1905-26, and of the 
Leopoldina Railway, 1926-36. His son, 
Mr. Frank F. Bayne, is at present 
Assistant to District Engineer, La Plata, 
B.A.G.S.R. 


We regret to record the death on 
November 10 of Mr. J. W. Punter. Manag- 
ing Director of Tyer & Co. Ltd. for many 
years until 1945, and thereafter a Director 
until December 31, 1946, when he retired 
from the board, remaining a consultant to 
the company. The funeral service is being 
held today (November 14) at Holy Trinity 
Church, Southchurch Boulevard, Westcliff 
on-Sea, at 2.30 p.m. 


We regret to record the death in London 
on October 30, at the age of 46, after some 
weeks’ illness, of Mr. E. W. Baker, for 
some 20 years Signal Engineer of the 
former Assam-Bengal Railway, until the 
incorporation of that system into the 
Bengal & Assam Railway in 1942. During 
the recent war he held a commission in the 
Indian Engineers, becoming a Lt.-Colonel, 
and eventually was appointed Deputy 
General Manager (Telecommunications) of 
his railway. Mr. Baker was particularly 
well known for the part he took in 
developing double-wire apparatus for 
Indian service. He wrote much on the 
subject. and, after a tour of investigation 
in Europe, published a comprehensive 
report on it. He read a paper, also, on 
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that subject before the Institution of Rail- 
way Signal Engineers, and one on signal 
lamps and oils. Mr. Baker published a 
valuable study on the braking distances of 
metre-gauge trains. He was responsible for 
the special system of signal aspects 
adopted by the Assam-Bengal Railway, 
the sanctioning of which by the Indian 
Government involved much discussion that 
fell to him direct. 


Mr. W. T. James has been appointed a 
Director and Managing Director of the 
Western Welsh Omnibus Co. Ltd. 

We regret to record the death, at the 
age of 60, of Mr. W. H. Macdougall, 
Secretary of Colvilles Limited. 


L.M.S.R. STAFF CHANGES 

Mr. A. E. Marriott, District Goods & 
Passenger Manager, Northampton, to be 
Assistant (Claims), Chief Commercial 
Manager’s Office, Euston. 

Mr. E. W. H. Powell, Assistant to Chief 
Commercial Manager (Goods), Euston, to 
be District Goods & Passenger Manager, 
Northampton. 

Mr. T. H. Baker, Assistant District 
Goods Manager, Leeds, to be Assistant to 
Chief Commercial Manager (Goods), 
Euston. 

Mr. P. G. Price, Assistant District Goods 
& Passenger Manager, Derby, to be Assis- 
tant District Goods M: anager, Leeds. 

Mr. R. G. Wilson, Goods Agent, Edge 
Hill, to be Assistant District Goods & Pas- 
senger Manager, Derby. 

Mr. H. A. Mugliston, Goods Agent, 
Gloucester, to be Goods Agent, Edge Hill. 

Mr. A. M. Todd, District Locomotive 
Superintendent, Skipton, to be District 
Locomotive Superintendent, Bank Hall. 

Mr. G. W. Miller, Assistant (Motive 
Power), Office of Divisional Superinten- 
dent of Operation, Crewe, to be District 
Locomotive Superintendent, Skipton. 

Mr. E. C. Bourne, District Locomotive 
Superintendent, Saltley, to be District 
Locomotive Superintendent, Kentish Town. 

Mr. E. A. Talbot, Assistant (Motive 
Power), Office of Divisional Operating 
Manager, Manchester, to be District Loco- 
motive Superintendent, Saltley. 

Mr. J. A. W. Knapman, Assistant Dis- 
trict Locomotive Superintendent, Kentish 
Town, to be District Locomotive Super- 
intendent, Longsight. 

Mr. H. H. Mason, Assistant District 
Locomotive Superintendent, Inverness, to 
be Assistant District Locomotive Super- 
intendent, Crewe (North). 

Mr. A. E. Robson, Works Superinten- 
dent, Locomotive Works, C.M.E. Depart- 
ment, Derby, to be Works Superintendent, 
Carriage & Wagon Works, C.M.E. Depart- 
ment, Derby. 

Mr. T. F. B. Simpson, Assistant for 
Water Supplies & Water Softening, C.M.E. 
Department, Derby HiQ., to be Works 
Superintendent, Locomotive Works, C.M.E. 
Department, Derby. 

Mr. H. S. Webster, District Outdoor 
Machinery Assistant, C.M.E. Department. 
Crewe, to be District Outdoor Machinery 
Assistant, C.M.E. Department, Manchester. 

Mr. G. A. Sharp, Outdoor Machinery 
Services Inspector, C.M.E. Department, 
Derby, to be District Outdoor Machinery 
Assistant, C.M.E. Department, Crewe. 

Mr. H. Binyon, District Outdoor 
Machinery Assistant, C.M.E. Department, 
Leeds, to be District Outdoor Machinery 
Assistant, C.M.E. Department, Derby. 

Mr. H. Bown, Technical Assistant, Out- 
door Machinery Services, C.M.E. Depart- 
ment, Derby, to be District Outdoor 
Machinery Assistant, Leeds. 
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Mr. A. Tims, Assistant to District Engin- 
eer, Derby (North), to be District Engineer, 
Barrow. 

Mr. H. D. Watt, Chief Draughtsman, 
District Engineer’s Office, Liverpool, to be 
Assistant to District Engineer, Bangor. 

Mr. D. W. Elliker, Assistant Book- 
Keeper, Chief Accountant’s Office, Wat- 
ford H.Q., to be Assistant to Chief 
Accountant (Book-Keeper), Watford H.Q. 

Mr. G. F. Kent, District Engineer, 
Barrow, to be District Engineer, Irvine. 

Mr. H. O. Baldwin, Divisional Assis- 
tant (Signals), Signal & Telegraph Engin- 
eer’s Department, Glasgow, to be Divi- 
sional Assistant (Signal & Telegraph), 
Signal & Telegraph Engineer’s Department, 
Glasgow. 

Mr. A. Buchanan, Assistant Divisional 
Trains Clerk, Operating Manager’s Office, 
Glasgow, to be Divisional Controller 
(Passenger Train Services, also in charge 
Coaching Stock), Operating Manager’s 
Office, Glasgow. 

Mr. J. M. Chalmers, Assistant District 
Locomotive Superintendent, Perth, to be 
Assistant District Locomotive Superinten- 
dent, Inverness. 

Mr. A. C. Booth, Head Office Inspector 
(Motive Power), Office of Divisional 
Operating Manager, Manchester, to be 
Assistant District Locomotive Superinten- 
dent, Perth. 


We regret to record the death on 
November 5 of Air Commodore Hugh 
Leedham, C.B., O.B.E., Managing Director 
of Ericsson Telephones Limited. 


We regret to record the death on 
November 7, at the age of 74, of Mr. 
Ernest Marcroft, Chairman of Marcroft 
Wagons Limited. 


We regret to record the death on 
November 7, at the age of 79, of Major- 
General the Rt. Hon. Lord Mottistone, 
C.B., C.M.G.. D.S.O., a Vice-President of 
the International Sleeping Car Company. 


L.N.E.R. STAFF CHANGES 

Mr. J. M. Fleming, District Goods & 
Passenger Manager, Edinburgh. to be 
Assistant Goods Manager (Scottish Area). 

Mr. J. Lorimer, District Goods & Pas- 
senger Manager, Dundee, to be District 
Goods & Passenger Manager, Edinburgh. 

Mr. C. N. Morris, Assistant to Loco- 
motive Running Superintendent (Eastern 
Section), Southern Area, to be District 
Locomotive Superintendent, Norwich. 

Mr. G. Coaker, Assistant District Super- 
intendent, Lincoln, to be Assistant London 
City Manager. 

Mr. G. B. Gray, Assistant District 
Goods Manager. Manchester, to be Assis- 
tant District Goods Manager, Leeds. 

Mr. W. E. Gott, Assistant District 
Superintendent, Burntisland, to be Assis- 
tant District Goods Manager, Middles- 
brough. 

Mr. J. H. Glendinning, Assistant Dis- 
trict Engineer, Kings Cross. to be 
District Engineer, Boston. 

Mr. R. G. Booth, Assistant District En- 
gineer, Darlington, to be District Engineer. 
Leeds. 

Mr. J. L. Adamson, Assistant (General), 
Construction Section, Engineer’s Office 
(London), to be Assistant District Engi- 
neer, Kings Cross. 

Mr. B. Spencer, Technical Assistant 
(Locomotive), C.M.E. Department, Don- 
caster, to be Assistant to Chief Meehanical 
Engineer (Locomotive & General). 

Mr. T. P. Ball, Divisional Police Super- 
intendent, Cambridge. to be Divisional 
Police Superintendent, Grimsby. 








566 


THE RAILWAY GAZETTE 


Principles of Organisation for Large Undertakings 


Extracts from a paper by Mr. F. A. Pope, a Vice-President, 
L.M.S.R., read before the Institute of Transport, November 10 


During recent times, the number of large 
organisations has increased. “LC.L,” 
* Unilevers,” the four main line railways, 
and London Transport are examples. Still 
more recently there has been the coal in- 
dustry, British Overseas Airways, and now 
there is the transport industry. The subject 
of the organisation of large undertakings 
is therefore topical and is the excuse for 
this paper. 

A major point in considering the setting 
up of a large organisation is that no funda- 
mental changes should be made in a hurry. 
The law of evolution applies equally to an 


amalgamation of staffs, facilities, and 
interests as to, for example, British 
Colonial policy, or to afforestation 
schemes. There is only one really im- 


portant thing that has ever been done by 
a stroke of the pen, and that is daylight 
saving. Even that took a lot of argument 
and consideration of its impact on people. 

A vital factor in organisation is the effect 
on the staff of changes. Changes must be 
gradual if interference with the private 
lives of the staff is to be minimised and 
esprit de corps maintained. For example. 
family and housing considerations; suffi- 
cient time to get friendly inter-colleague 
relationships. 

Therefore, in considering some general- 
isations about organisation let us have 
in mind two points: (1) The necessity for 
study of methods and organisation not 
only in one’s own industry but in others. 
(2) If in making alterations in organisation 
and methods the pace is too quick un- 
happiness and chaos will result and, if too 
slow, efficiency will suffer. 

OBJECTS OF ANY LARGE UNDERTAKING 

The objects of any large undertaking. 
irrespective of who are the owners, are 
four:— 

1. To provide adequate and efficient 
facilities for the users or customers with 
reasonable charges. 

2. To give adequate rates of pay and 
conditions of service to the staff so as to 
provide a reasonable standard of life, and 
ensure real incentive. 

3. To remunerate reasonably the capital, 
on lines prescribed by Parliament or other- 
WISe. 

4. To command the respect of the 
Government, the public, and its own staff 
so that its development is unretarded. 

Some undertakings have Welfare De- 
partments. Most of the work which these 
perform should be part and parcel of day- 
to-day management, not a separate or 
specialised department. It should not be 
that matters of personal difficulty, ameni- 
ties, sports, clubs, canteens, staff associa- 
tions, etc.. are referred to a separate unit 
of the organisation; they should be a 
primary interest of day-to-day manage- 
ment at all levels. 

The machinery of local Staff Com- 
mittees, Works Councils, etc., is of vital 
importance and should be so regarded by 
the management, who should use them to 
explain in advance what it is striving for. 
If local Staff Committees are to function 
properly there must be no charge of pro- 
crastination levelled at the management 
side. This means adequate powers to area 
officers of the management, and leadership 
from the top. Staff committees should not 
be confined to complaints, but primarily 
used to explain the ideals of the manage- 
ment, which, clearly defined, should be in 
the minds of all. 


It will be seen from the diagram that 
there are six main parts of the outline 
Organisation. 

1. Headquarters. Headquarters must, 
it is suggested, be divided up functionally: 
that is to say there must be one officer in 
charge of engineering; one for commer- 
cial work, and so on. Their work is 
mainly to help the regional or area officers; 
to think ahead; and to co-operate with 
each other on the development of the 
organisation as a whole. 

2. Knowledge of the requirements of 
the users’ or customers. This means 
proper contact between the undertaking 
and its existing and potential users. 


3. Proper Plans. This means the 
planning of the men and the equipment 
they use; whether it be instruments, 


engines, lorries, coaches, wagons, machine 
tools in workshops, buses; or whether it 
be maintenance or clerical work; so that 
the men and equipment are properly em- 
ployed without unproductive time. 

4. Current control of plans when _ in 
operation. Few plans work out as they 
were made. Alterations in the work to be 
done, extra demands, staff wastage. 
weather, and a thousand incidents are 
likely to upset the plan. Therefore 
current knowledge of what is going on is 
necessary. 

5. Retrospective review of the plans: 
First there is the preparation of the plan; 
then the plan in operation plus current or 
additional happenings which cannot be 
planned; after that it is necessary to re- 
view what has happened in an organized 
and analytical way so as to learn lessons 
which will enable the planning to be better 
in future. 

6. Proper devolution of authority. Re- 
sponsibilities must be devolved so that as 
many decisions as possible can be made 
without reference to higher authority. If 
this is to happen the units or cells of the 
organization must be big enough to cope 
with geographical features, or the numbers 
and characteristics of the equipment to be 
operated, but they must be small enough 
for the man in charge to be able first to 
know his men intimately and second to 
know his customers and their wants, De- 
volution of powers is designed mainly to 
quicken procedure, although at the same 
time it trains men, and saves staff. The 
point is so to organize the undertaking, 
thinking in terms of an isosceles triangle, 
that the functions allotted to those in charge 
of particular operations at the different 
levels are such that inter-departmental co- 
operation or the necessity for inter-depart- 
mental or inter-sectional co-ordination is 
reduced to a minimum. The more the 
necessity for consulting other people before 
action can be taken the greater the degree 
of inefficiency of the organization. 

7. Proper instructions. This principle re- 
fers mainly to supervisors and the rank and 
file under them. Each supervisor and each 
man should be told precisely how to carry 
out particular operations. 

8. Constant research. Ina large organi- 
sation it will generally be found that re- 
search falls into two categories: (i) scien- 
tific or technical research, and (ii) opera- 
tional research. 

Scientific research mainly relates to the 
design of plant and equipment and the 
materials used therein so as to ensure re- 
duction of faults or failures, more econo- 
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mical maintenance, or more efficient oy 
quicker production. 

_ Operational research deals not only with 
inanimate equipment but with human 
beings. It may include work performed 
under principle No. 5, viz., “ Retro dective 
review of the plans,” and includes < onstant 


examinations of methods in offices or 
depots. 
It also covers the frequent  reviey 


which is needed of the relations of one 
of the organisation to another and the alter- 
ations necessary through changing circum. 
stances. No organisation can be regarded 
as static or fixed; it must change to mee 
change. 


Part 


APPLICATION OF PRINCIPLES 

Eight principles have been mentioned: 

1. A happy and contented staff wiih con- 
stantly helpful supervision. 

2. Knowledge of the requirements of the 
users or customers. 

3. Proper plans. 

4. Current control 
operation. 

5. Retrospective review of the plans, 

6. Proper devolution of authority. 

7. Proper instructions, ; 

8. Constant research. 


_A diagram is reproduced on Page 544 
showing an outline of a large organisation 

1. Headquarters. The headquarters chie' 
officers must have time to spend with all 
kinds and conditions of men in the organi- 
sation. Leadership, explaining the ideals 
of the management, and selecting men, 
and watching their training is a function 
of headquarters officers. The heads of any 
large organisation should know, bar acci- 
dents and illness, the names of successors 
to every important post 5 years ahead, 

2. Research. As an arm of headquarters, 
serving all departments is the research 
organisation which should cater not only 
for scientific research but for operational 


of plans when in 


research to improve equipment and 
methods. 
3. Centralised clerical offices. This is 


another arm of headquarters; but location 
is immaterial as the functions are to pro 
duce written statistical and other informa 
tion. The object of centralisation is to get 
efficient and economical clerical methods 
by mechanisation. 

4. The Region. This is the unit for 
managing and controlling the men and 
equipment employed in a given area to 
produce goods or to provide services and 
for maintaining contact with the users. It 
includes commercial, operating, mainten 
ance, personnel, and general functions, i.e., 
the work connected with the main purpose 
of the undertaking. 

As mentioned, there are two principal 
ways of organising a far-flung service or 
business—departmentally or regionally. In 
each case the headquarters organisation is 
largely the same. Headquarters must be 
split into units functionally but under the 
departmental system each officer in charge 
of a function (or series of functions) has in 
each outside area an officer in charge of 
the same functions (but not of course with 
the same powers or responsibility). Under 
the regional system, an officer in a particu- 
lar area or region is placed in charge 
with control over a number of functions. 
He is responsible to headquarters as a 
whole. This in a large organisation is un 
doubtedly the right method and is illus: 
trated in the diagram. 

5. Organisation of ancillary services. 
In some organisations, however, there may 
be functions which by their nature are 
specialised or ancillary and demand direct 
control from headquarters. These services 
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should be outside the regional organisation 
roper. 

6. Operational planning units. Taking 
the theoretical organisation illustrated on 
the diagram, the regions must, as pre- 
viously stated, be small enough to enable 
close knowledge of and contact with the 
personnel, the industrial characteristics of 
the area, and the users. 

There is, of course, no finality in any 
organisation in the detail of methods or 
location of particular units, but the diagram 
represents a suggested main outline of a 
large organisation in its ultimate state. 
The organisation of the coal industry 
broadly consists of headquarters, 8 divi 
sions, and 48 areas divided between and 
under the control of the divisions. In prin- 
ciple and broad outline this may or may 
not be the final shape. Evolutionary exam- 
ination of problems of methods of working, 
distribution and development may in time 
result in a different. shape of organisation; 
more perhaps in fine with the diagram 
which has been submitted and which in 
comparison with the Coal Board organisa- 
tion, reduces by gne stage headquarters 
contact with area junits. On the other 
hand, experience hind critical analytical 
examination of the conditions may result 
in more divisions and less areas and vice 


versa. The point at issue is that large 
organisations require development by 
stages. 


Staff and Labour Matters 


Bus Industry Conditions of Service 


The National Council for the Omnibus 
Industry, embracing the company-owned 
bus undertakings, has concluded a national 
agreement on conditions of service in the 
industry, in pursuance of an arbitration 
tribunal award which provided that a 
national conditions agreement should be 
entered into between the two sides of the 
council and applied throughout the under 
takings concerned. 

The arbitration tribunal award laid 
down the broad lines which the agreement 
should follow, and the main provisions are 
as set out below: — 


(1) Drivers and Conductors 

Guarantee: Drivers and conductors on the 
regular staff are to be guaranteed payment for 
44 hours per week subject to the employee 
being capable of and available for work at 
the appointed times and willing to perform in 
normal working hours any service outside his 
usual occupation which, in the circumstances, 
he can reasonably be asked to perform, 
during any period when work is not available 
for him in his usual occupation. 

Duty schedules: The normal working week 
of 44 hours is to be completed within 6 days. 
No schedule of daily duty is to carry less 
than 7 hours pay at the rate prevailing on the 
day, and duty schedules, on which rest days 
are to be shown, are to be posted in advance. 

Spreadover duty: Unless otherwise agreed 
locally, any man working a spreadover duty 
of 9! hours or more is to be paid at the rate 
prevailing on the day for at least 74 hours 
with additional payment as follows :— 


Additional 
Spreadover time payment 
hr. min. hr. min. 
9 30tolO0 29 asa — Ser 
10 30tolO 59 as Pe ae 
1! O toll 29 : 4 hr. 


and so on, the total additional ¢ payment made 
increasing by 4 hour for each 4 hour subse- 
quently worked. 

Overtime: Overtime is to be paid at the rate 
of time-and-a-quarter for the first two hours 
and time-and-a-half thereafter for hours 
worked in excess of 44 in a week. 

Special rates of pay: Time worked on Sun- 
day is to be paid for at the rate of time-and-a- 
quarter. 

The remuneration of drivers and conductors 
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engaged on night work is, in the first instance, 
to be the subject of local negotiations, and, in 
the event of no agreement being reached, the 


question can be referred to the National 
Council 

Time worked on Easter Monday, Whit 
Monday, August Bank Holiday and Boxing 


Day is to be paid at the rate of time-and- 
a-half, except in districts where such holidays 
are not recognised, when ordinary rates are 
to be paid and four other holidays substituted. 

Christmas Day (New Year’s Day in Scot- 
land) is to be worked when required, and 
double ordinary weekday rates are to be 
paid for the time worked with a minimum of 
4 hours work. 

When a man is required to work on his 
weekly rest day he is to be paid for the first 
2 hours at the rate of time and a quarter 
and for the subsequent hours time-and-a-half, 
both at the rate prevailing for the day, with 
payment for a minimum of 5 hours at the 
enhanced rates. 

Holidays with pay: Annual holidays with 
pay are to be granted as follows: After one 
year’s continuous service: 8 days (excluding 
rest days) with 58} hours pay; after 3 years 
continuous service : 10 days (excluding rest 
days) with 734 hours pay. 

On ceasing to be employed, after 12 months 
continuous service, an employee is to be 
granted holidays with pay proportionate to 
his length of service. 

Five ‘public or local holidays each year are 
to be granted with pay for 74 hours on each 
day at ordinary rate, except that, where the 
exigencies of the service do not permit of such 
holidays being arranged, days off in lieu are 
to be substituted as agreed locally. 


(2) Day and Night Garage Staff (other than 
skilled maintenance workers) 

Guarantee: Payment is to be guaranteed 
for 44 hours each week within 6 days 
subject to the employee being capable of 
and available for work at the appointed 
times and willing to perform, in normal 
working hours, any service outside the 
usual occupation which in the circum- 
stances he can reasonably be asked to perform, 
during any period when work is not available 
for him in his usual occupation. 

Overtime and special rates of pay: The 
overtime rates of payment and special rates of 
pay for work on Sundays, the four specified 
Bank Holidays, Christmas Day and the weekly 
rest day are the same as for drivers and con- 
ductors. There is provision for an added rate 
of 2d. per hour over the corresponding day 
rate for all hours worked on permanent night 
work. 

Holidays with pay: The provisions are the 
same as for drivers and conductors. 
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L.M.S.R. Locomotive Casualty 
League Presentations 


Revived after a wartime interval, The 
L.M.S.R. Locomotive Casualty League for 
encouraging friendly rivalry among the 36 
motive power districts in reducing engine 
casualties, has concluded recently the first 
year of post-war competition. It was 
revived a year ago after a wartime inter- 
val. The shields awarded to the ten most 


successful districts have been won as 
follows: - 
Final District Loco. 
position District Superintendent Division 
I Inverness ... Mr. A.C. Jeffrey ... Northern 
2 Rugby .. Mr. tl. &. Mercer ... Western 
3. Bletchley ... Mr.W. Bramley - 
4 Wellingboro’ Mr. £.M. Ambler... Midland 
5 Bristol ... Mr.W.E. Blakesley fe 
6 Skipton ... Mr. A.M.Todd ... Be 
7 ~Plaistow a 0. BO See ... es 
8 Sheffield .. Mr. T. Follows ie 
9 Bank Hall ... Mr. J. Davenport ... Central 
10 . Carnforth ... Mr.J. F. Burgess ... Western 
The league embraces more than 200 


motive power depots, a running and 
shed staff of 45,000, and some 7,800 loco- 
motives; the basis of competition is the 
best mileage figures per mechanical 
casualty. 

Mr. T. W. Royle (Vice-President, 
L.M.S.R.) presided at the presentation of 
awards at Euston by Sir Robert Burrows, 
Chairman of the company, supported by 
Messrs. G. R. Smith (Secretary), S. H. 
Fisher (Chief Operating Manager), H. G. 
Ivatt (Chief Mechanical Engineer), Lt.- 
Colonel H. Rudgard (Superintendent of 
Motive Power), and other officers. 

In presenting the awards, Sir Robert 
Burrows described the competition as “a 
worthy and delightful way of stimulating 
the interest of all concerned.” It afforded 
a splendid opportunity for the railwayman 
to display that pride in his craft which 
was always a tradition, to a unique de- 
gree, of the railway service. Sir Robert 
Burrows also paid tribute to the long and 
distinguished services which had _ been 
rendered by two of the district locomo- 
tive superintendents, Mr. T. Follows 
(Sheffield), and Mr. J. Davenport (Bank 
Hall), who were now retiring after 50 
and 48 years’ railway service respectively. 


L.M.S.R. Locomotive Casualty League Presentation 





Sir Robert Burrows, Chairman of the L.M.S.R., presenting a shield to 
Mr. J. E. Mercer, District Locomotive Superintendent, Rugby 














568 


Parliamentary Notes 


Railway Services 

Mr. J. A. Sparks (Acton—Lab.), on the 
motion for the adjournment of the House 
of Commons on November 7, raised the 
subject of railway transport operations. 
The causes of present difficulties had been 
given as shortages of locomotives and 
wagons and arrears of maintenance and 
repairs; but he thought those were not 
main, but contributory, causes. If there 
was a shortage of locomotives and wagons, 
it Was not so much numerical as artificial, 
created by lower standards of traffic opera- 
tions; wagons were held far too long under 
load, and the greater expenditure of en- 
gine hours was a contributory cause of the 
artificial locomotive shortage. Deteriora- 
tion in standards of management, and 
lower standards of discipline among the 
staff, were also serious causes of the slow- 
down of railway movements. 

In June. 1938, there had been 16,077 
locomotives available, excluding those 
under repair, and in June, 1947, 16,611 
locomotives available for traffic, excluding 
those under repair; in other words, 534 
more locomotives available in 1947 than 
in 1938, despite the volume of traffic car- 
ried being less in 1947 than in 1938. The 
R.E.C. Statistical Committee recently had 
given the figures of locomotives available 
to traffic, excluding those under repair, as 
being 18.469 in 1938, and 18,752 in 1946. 


WASTAGE OF ENGINE POWER 

Mr. Sparks contended there was too 
great a wastage of engine power, arising 
largely from a deterioration in standards 
of operation, creating delays of a kind 
unknown before 1939. In 1938, engine- 
hours engaged in freight-train running, ex- 
cluding shunting operations. had num- 
bered 14,598,000. In 1946 the number had 
risen to 17,887.000, or an increase of 22°5 
per cent. Considering that less traffic was 
passing in 1947 than in 1938, it really 
meant that engine-hours engaged in traffic 
movements had increased by 24 per cent. 

Only 29-6 per cent. of our express trains 
ran to time; 37 per cent. of them ran over 
30 minutes late. Only 66 per cent. of local 
trains ran to time. Those delays and 
bad time-keeping of both passenger and 
freight trains seriously reduced locomotive 
and wagon availability. 

Wagons available in 1938, excluding 
those under repair, had been 1,194,800; in 
1947 the number was 1,020,760, or 174,040 
fewer in operation. When they looked 
at the volume conveyed by the railways 
in the comparable years 1939 and 1947 
they found that there had been a_ fair 
reduction in the total. In 1939, 
288,339,000 tons of freight traffic had been 
conveyed; that figure was a fairly low 
average over the years 1939 to 1945. On 
the basis of traffic which had passed be- 
tween January and August this year, the 
figure for 1947 would be in the region of 
247,130,000 tons. On those figures, there 
had been a drop of 41.209,000 tons in 
freight-train traffic originating on the rail- 
ways, Or approximately 15 per cent. The 
weekly averages of freight traffic carried 
had fallen from 5:47 million tons in 1939 
to 4:75 million, a reduction of 13 per 
cent. In 1944 the weekly average of esti- 
mated ton-miles had been 470 million. In 
1947 they had dropped to 378 million, a 
reduction of 19 per cent. It was admitted 
that 16 per cent. of our wagons were out 
of service for repair; but there was a 15 
per cent. reduction in the demand for 
wagons through reduced traffic. 

Higher tonnage capacity of wagons, com- 
paring 1946 with 1938, meant that 615,000 
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tons more were carried in the existing 
total stock. The average tons per wagon 
conveyed had increased from 12°01 to 
12-84. Also, private owners’ wagons had 
been requisitioned, and, consequently, there 
had been less empty haulage. 

The problem was largely due _ to 
deterioration in the contro] of traffic move- 
ments. which caused abnormal delay in 
train working. If they could effect a 50 
per cent. improvement in the time-keeping 
of goods and passenger trains they could 
provide the Minister of Transport with all 
the additional locomotive and wagon 
strength he required to bring transport 
operations to their maximum point of re- 
quirement for this winter. There must be 


speedier repairs to locomotives and 
wagons. 
Another important factor was the 


need to convert locomotives to oil burn- 
ing. The use of oil effected considerable 
economies, and conversion would bring 
much improvement in running times. Last 
year the Minister had asked the railways 
to convert 1,217 locomeiives. Only 34 had 
been converted during the past 12 months. 
The explanation given, which might be 
correct, was that there was a bottleneck in 
the supply of equipment for storage instal- 
lation. If it was true, he hoped the 
Minister would take steps to remove the 
bottleneck. In its October 3 issue, The 
Railway Gazette, in reference to that 
question, had said: “It seems unlikely that 
the Minister's expectations of coal 
economy from this source will be realised 
during the coming winter, if indeed they 
ever are.” He hoped the Minister would 
not take such a pessimistic view as that. 
AUTOMATIC TRAIN CONTROI 

Extension of the automatic train control 
apparatus would reduce considerably 
delays in bad visibility. He hoped the 
Minister would 
of accidents arising from fog, and see to 
what extent those accidents might have 
been avoided had the automatic train con- 
trol system been in operation. 

Then, there was admittedly a shortage 
of skilled staff. That arose partly from 
housing. He had in his constituency one 
of the principal locomotive depots and 
marshalling yards of the Great Western 
Railway, at Old Oak Common. At present 
they would find there 250 skilled railway 
men living like tramps and gypsies in 
railway coaches. The G.W.R. Housing 
Association owned, not far away, sufficient 
land on which to build 150 houses. and 
had tried to get the consent of the Ealing 
Borough Council to a housing scheme 
there: but the Council had refused. 


STAFF DISCIPLINI 

There was a solid core of railwaymen 
putting their backs into the job of trans- 
port, and indiscipline lay at the door 
mainly of the younger staff. 

There had been a tendency in recent 
years towards the centralisation of 
authority. He thought that had very bad 
results on traffic operations. The lower 
officials were robbed of their initiative and 
control over staff. 

PARLIAMENTARY SECRETARY'S REPLY 


Mr. L. J. Callaghan (Parliamentary 
Secretary to the Ministry of Transport). 
after further debate, replied. He said that. 
while they had not a shortage of wagons 
before the war, they had a shortage of 
freight when they needed it: and he would 
rather have a shortage of wagons for 
carrying the freight than not be making 
the goods. The first situation could be 
remedied, and they were going to do it. 
The length of haul of all traffic since the 


inquire into the matter 
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war had increased considerably, and, 
although there had been a variation in the 
amount of merchandise carried, the num- 
ber of wagons required was greater. The 
net ton-miles for the first 36 weeks in 193g 
had been 11,190,000,000; in the corre- 
sponding period this year, taking in that 
dreadful patch at the beginning, they were 
13,642,600,000. The number of ton-miles 
per engine-hour was a figure which would 
give an index of productivity on the rail- 
ways; taking 1938 as 100 per cent., then 
the ton-miles per engine-hour last year 
had been 110°6 per cent., and in the firs, 
eight months of this year, 110°1 per cent, 

The railways were pulling a great deal 
of freight over long distances with pretty 
reasonable efficiency so far as engine 
power was concerned, They were not 
doing so well as in 1944; but there was 
not quite so much cross-channel trailic to- 
day as in those summer months. The 
hauls were a bit more difficult, particularly 
as the lines were then clear for particular 
bunches of traffic. Moreover, in 1944 
railwaymen had been working 60 and 70 
hours a week; they had done magnifi- 
cently, and no one would expect them to 
maintain that as normal. 

Fewer passenger-miles were being run 
this year, and, therefore, they started the 
winter on rather a better footing from the 
point of view of freight conveyance. Un- 
like last year, so far there had been no 
major embargoes on freight. Moreover, 
they had more wagons; building had in- 
creased; they hoped to get at least 30,000 
this year, and 48,000 was the realistic 
target for next year. Of the wagons of 
this country to- -day, 30 per cent. had been 
built before the first world war, and there 
had not been sufficient replacements dur- 
ing the war. In 1938 the number available 
and in use had been about 1,194,800: to- 
day, the figure was 1,020,760. That was a 
direct consequence of the war. They were 
building larger wagons. The 8-ton, 10-ton 
and 12-ton trucks were being replaced, to a 
great extent, by 16-tonners, The railway 
workshops a fortnight ago had passed the 
peak of wagons needing repair; the curve 
had started downwards. 

If they maintained freights at their 
present level, and were not asked to carry 
more, it was probable that the railways 
subject to major acts of God, like fog. 
snow and ice—could get through the 
winter. / 

Mr. Callaghan said it was true stocks of 
steel on the North East Coast had been 
mounting. The real difficulty was in con- 
nection principally with Dorman, Long & 
Company, the most important steel pro- 
ducer. Its stocks had gone up, but, tak- 
ing the steel firms as a whole on the 
North East Coast, there was less steel on 
the ground there now than a month ago 
because of the shortage of wagons. He 
had instructed the R.E.C. that morning to 
take immediate steps to get wagons to the 
North East Coast. 

ADVERSE FACTORS : 

Adverse factors included speed restric- 
tions, a consequence of reduced mainten- 
ance during the war. Another was the 
five-day week, in so far as it was prevent- 
ing a rapid turn-round; they had asked all 
the firms to make arrangements for rece 
tion of empty and loaded wagons on the 
sixth, or ‘even seventh, day if necessary. 

If he had to select the most vulnerable 
point for transport this winter, he would 
be inclined to say it was the North East 
Coast. 

The main-line railways expected shortly 
to be in a position to give the Ministry 
their views as to what better systems could 
be introduced to reduce the likelihood of 
accidents in fog. They had been asked by 
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the Ministry to undertake that work after 
the Bourne End disaster about two years 
ago. Their consideration of the matter 
was now complete, and, he hoped, would 
be in the hands of the Minister before 
Jong. 

They hoped to use road transport this 
winter to carry several thousand tons of 
coal a week. He had inquired about carry- 
ing by canal; but, on the short-term basis, 
there was a shortage of barges and crews 
to man them. 

Personally, he did not want to see de- 
murrage charges at all, because they 
showed that people were holding up 
wagons. However, at the moment they 
were considering whether it would be 
necessary to increase demurrage to coerce 
the small number not behaving in a re- 
sponsible way. 

On the subject of improved training and 
recruitment methods on the railways, Mr 
Callaghan said it seemed to him that, in 
the past, they had not made the full use 
of the ability to be found throughout any 
part of their national life. He hoped that 
training schemes within industry, combined 
with a good educational start beforehand, 
would enable them to make the best use 
of talents. 


NATIONALISATION 

In the long run, he believed, increased 
efficiency was bound to result from 
nationalisation. The Minister had asked 
the railway companies and unions to set 
up a special consultative machinery for 
dealing with their difficulties during the 
next few months. This nationalised in- 
dustry was going to become very much 
more a public service than in the past. 
It would have a spirit pervading it which 
wou'd enable everybody, at whatever level, 
to contribute the best he could. But thai 
could only be done if the machinery was 
fully worked and if it was properly worked 
by both the union representatives and 
those on the managerial side. On the 
longer term problems he preferred not to 
dilate. He believed they were going to 
get through the winter. They would need 
to strain every effort to get through, but, 
from what he had seen of the leaders of 
the industry and of the unions, he believed 
that the support would be forthcoming. 
They were clearly transport men first, and 
politicians second. 


Railway Students’ Association 
Swindon Visit 


A party of 23 members of the Railway 
Students’ Association (London School of 
Economics & Political Science) visited 
Swindon Works, G.W.R., on November 6. 
In the morning a tour was made of the 
Carriage & Wagon Works, where new 
main-line passenger stock of the type 
described in our issue of November 15, 
1946, was seen in various stages of con- 
struction. 

Various shops in this part of the works 
are being equipped with new machine 
tools, including Holbrook lathes, Webster 
& Bennett boring mills, and Herbert Pre- 
optive turret lathes. Welding equipment 
has been reinforced recently by new A.1 
electric welding machines, one of which 
was seen in operation butt-welding 
coupling links. A large general-purpose 
machine of this type has a capacity of 
16 sq. in., and is performing work for 
the locomotive section by welding founda- 
tion rings. Elsewhere in the works a new 
electric welding booth is being provided. 
A new item of equipment is a Hughes 
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supersonic flaw detector for testing axles, 
in which the location of the flaw is shown 
by a break in the trace displayed on a 
cathode-ray tube. 

Before proceeding to the locomotive 
works, the party visited the wagon shops. 
where new 13-ton open and 20-ton covered 
vehicles were seen under construction, and 
the procedure of progressive repairs was 
studied. 

The visit to the locomotive works occu- 
pied the afternoon and afforded oppor 
tunities for observing numerous manutac- 
turing processes in operation, such as the 
casting of small parts, forging of the 
larger items, the shrinking-on of wheel 
tyres, and flame-cutting of plates for 
frames. 

The visitors were shown the progress 
made towards converting boilers of the 
stationary steam plant to burn oil fuel. 
Foundations have been laid for the oil 
tanks, a building erected to house the con. 
trol apparatus, and preparations are unde 
way for laying the pipeline to the first 
boiler. 


G.W.R. Oil Fuel Depot at 
Old Oak 


The G.W.R. recently brought into use 
the largest oil storage plant on the line, at 
Old Oak Common, London. This is one 
of the 16 oil storage plants rendered neces 
sary by the conversion of locomotives 
from coal to oil, and is designed for a 
total storage capacity of 352,000 gal. in 
two vertical welded storage tanks, each 
30 ft. 2 in. high by 34 ft. dia. The site of 
one of these storage tanks is at present 
occupied by an American bolted tank of 
175,000 gal. capacity, 24 ft. high by 38 ft 
6 in. dia, but this tank will be dismantled 
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when the second permanent welded tank 
is erected. 

Ten offloading points for oil tank 
wagons, and three fuelling points for loco 
motives, are provided, and the whole of 
the oil lines both inside and outside the 
pump house are steam heated by tracer 
pipelines bound to the oil pipes under a 
coat of lagging. Provision is made also 
for a supply of steam through flexible 
connections to the travelling rail tank 
wagons for preheating the oil before 
pumping. 


FUELLING POINTS 

The fuelling points for locomotives are 
of G.W.R. design, and provide for free 
movement of the end of the fuelling arm 
without any glanded joints through which 
oil has to pass. An electric light automatic 
ally switches on when the end of the jib 
arm projects into the mouth of the filler 
hole on the locomotive tender. This type 
of standpipe was described and illustrated 
in our September 26 issue. 

[wo double-action duplex steam-driven 
pumps, 8 in < 6} in. xX 10 in. stroke, 
each of 10,000 gal. per hr. capacity, are 
provided in the pump house, and the valve 
connections to these pumps are so arranged 
that either pump as desired can undertake 
the unloading of rail tank wagons to the 
storage tanks, or deliver oil from the 
storage tanks to the locomotives. Two 
stationary locomotive-type boilers of 
3,300 lb. steaming rate per hr. supply the 
necessary steam for pumping and steam 
heating the oil. 

In addition to Old Oak Common, eight 
further depots, namely, Reading, Didcot, 
Swindon, Newton Abbot, Severn Tunnel 
Junction, Newport (Mon.), Cardiff, and 
Llanelly also are in operation, and erection 
work is at an advanced stage at the remain- 
ing seven depots. 


DESIGN Of 


Oil Storage Depot at Old Oak, G.W.R. 








The Old Oak Common oil storage plant for fuelling locomotives is 
the largest of the 16 depois being provided on the C.W.R. 
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Notes and News 


Foreman Engineer Required.—A _fore- 
Man engineer is required to take charge 
of a wagon repair yard in the Bristol area. 
See Official Notices on page 57]. 


Vacancies in Chile and Bolivia—A 
British railway Operating in Chile and 
Bolivia has vacancies for an assistant resi- 


dent engineer, sectional engineers, a chief 
draughtsman for resident engineer's de- 
partment. and a works manager. See 


Official Notices on page 571 


Thos, W. Ward Limited.—Net profit for 
the year to June 30 last showed an in- 
crease of £135.102. and the company has 
declared a final dividend of 114 per cent., 
making 15 per cent. for the year. In 
1945-46 the distribution, including a vic- 
tory bonus of 2} per cent., was 124 pel 
cent. The net profit figure of £295,958, 
shown in the preliminary statement, com- 
pares with £160,856 in the preceding year. 


Assistant Locomotive Superintendent 
Required.—An assistant locomotive super- 
intendent, under 35 years of age, is re- 


quired by the North Borneo Government 


Railway Department for three to four 
years with prospect of permanency. 
Candidates must have served apprentice- 


railway locomotive works and 
subsequent experience in a 
See Official Notices, 


ship in a 
have had 
running department. 
page 57] 


Manchester Model Railway Exhibition. 
The first public post-war exhibition of 


the Manchester Model Railway Society 
will be held at the Milton Hall, Deans- 
gate, Manchester, for three days from 


December 18 to 20. The exhibition will 
be open from noon on the first two days 
and from 11 a.m. on the final day. Some 
hundreds of models will be on view, in- 
cluding locomotives, rolling stock, signals, 
trackwork. buildings. etc., in scales from 
34, mm. to 1 ft. upwards. Working 
demonstrations of “00” and “0” gauge 
layouts and a passenger-hauling track will 
be in frequent operation. 


British Electric Traction Co. Ltd.—The 
directors have declared the following 
interim dividends on account of the 
financial year ending March 31, 1948, pay- 
able on December 6, 1947, to stockholders 
registered in the books of the company 
on November 6, 1947: 6 per cent. cumu- 
lative participating preference stock, 3 per 
cent. actual (the same), less income tax at 
the standard rate; 8 per cent. non-cumu- 
lative preferred ordinary stock, 4 per cent. 
actual (the same), less income tax at the 
standard rate; deferred ordinary stock, 15 
per cent. actual (the same), less income 
tax at the standard rate. 


Work at L.N.E.R, Hull Docks.—The 


Hull Chamber of Commerce & Shipping 
was informed on November 3 that the 


L.N.E.R. had received a letter from the 
Ministry of Transport stating that. having 
regard to the present economic situation 


and the need for restricting capital invest- 
ment to projects that contribute to export, 
or import saving, the extension of the 
King George Dock and the rebuilding of 
the Riverside Quay at Hull should not be 
proceeded with at present. Mr: BH. 1. 
Loten, President of the chamber, said the 
Negotiating Committee had met Mr. Paul 
Gibb. Goods Manager. N.E. Area. 
L.N.E.R.. to consider what action could 
be taken with a view to sanction being 
obtained to go ahead with these projects. 
notwithstanding the general embargo on 
capital expenditure, as the schemes were 
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essential if quicker turnround of ships 
were to be obtained. The schemes were 
included in a £7,000.000 programme of 
improvements at Hull outlined by Sir 
Ronald W. Matthews, Chairman of the 
L.N.E.R., in January. 


Anglo-Argentine Tramways Registered 
Offices—The registered offices of the 
Anglo-Argentine Tramways Co. Ltd., have 
removed to 1A, Cavendish Square, 
London, W.1 (telephone: Museum 4120: 
transfer office: Museum 4108). 


Specialloid Limited.—-The company’s 
profit for the year to March 31 last was 
£35,990, as against £37,548 in the preceding 
year. The latest figure includes £5,998 in 
dividends from a_ subsidiary. A final 
ordinary dividend of 50 per cent. makes 
the distribution for the year 75 per cent.., 
as compared with 100 per cent. in 1945-46. 
General reserve receives £21,750, and 
£16,973 is carried forward, comparing with 
£21,114 brought in. 


Murex Limited.—The consolidated trad- 
ing profits of Murex Limited and its sub- 
sidiaries for the year to June 30 last, 
showed an increase of £173,978 to 
£430,404. A gross distribution of 20 per 
cent. on the ordinary capital of the parent 
company (including a cash bonus) is 
stated to be equivalent to only 7} per cent. 
on the stockholders’ money actually em- 
ployed, because of the large accumulation 
of profits retained in the business in recent 
years. The Chairman's statement with the 
report and accounts remarks that the 
value of export orders received last year 


was three times that of the preceding 12 
months. 
G.W. of Brazil Debentures.—The direc- 


tors of the Great Western of Brazil Rail- 
way Co. Ltd. announce that the company 
will, on November 28, 1947, pay interest 
on its debenture capital in respect of the 
half-vear ended December 31, 1945, and 
the half-year ended June 30, 1946. War- 
rants will be posted on November 27 to all 
holders of permanent 6 per cent. debenture 


stock registered prior to November 14, 
1947. Coupons Nos. 70 and 71 of the 
54 per cent. debentures, which fell due on 
January 1, 1946, and July 1, 1946, respec- 


will be paid on November 28, on 
Mills & Com- 


tively, 
presentation to Messrs. Glyn, 
pany, 67, Lombard Street, E.C.3. The 
permanent 6 per cent. debenture stock 
register will be closed from November 14 
to 27, both days inclusive. 

Oswald Tillotson Limited.—Mr. Charles 
Holdsworth, Chairman of Oswald Tillot- 
son Limited, speaking at the company’s 
ordinary general meeting, described the 
compensation proposals under the Trans- 
port Act as far from satisfactory. How- 
ever, it was expected that from a capital 
point of view, the amount of Government 
stock receivable would be considerably 
in excess of the book value of the holding 
in the subsidiary company, Bouts-Tillotson 
Transport Limited. The net profit of the 
group of companies amounted to £36,576 
after transferring £1,660 to capital reserve 
and deducting the debit balance of £12.334 
on the profit and loss account as al! 


December 31, 1945, there is a balance of 
£22,582 to be carried forward. It was a 
matter of gratification to the directors 


that the transport group was now firmly 
established on a sound and profit-earning 
basis. It was lamentable that their sub- 
sidiary company should be faced with 
threats of nationalisation. and the direc- 
tors were of the opinion that nationalisa- 
tion of road transport. with its attendant 
complications, was bound to distract staff 


and personnel at a most critical sta 
It could 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
provisions of that Order. 


Crown Agents for the Colonies 


APPLICATIONS from qualified candidates are 
- invited for the following post: 

ASSISTANT LOCOMOTIVE SUPERINTENDEN1 
required by North Borneo Government Railway 
Department for 3/4 years with prospect of perma- 
nency Salary according to age and war service in 
scale $450 rising to $600 a month ($ 2s. 4d.) 
Children’s allowance $50 a month for first child. 
$35 for second. Outfit allowance £60. Free passages 
Smal! charge for quarters Candidates, under 345 
must have served apprenticeship in a Railway Loco- 
motive Works and have had subsequent experience 
in a running department. Drawing office experience 
required and also outdoor experience in maintenance 
of pumps, excavators, winches, etc Experience with 
oil-burning locomotives an advantage Apply at 
once by letter stating age, whether married or single, 
and full particulars of qualifications and experience. 
and mentioning this paper, to the CROWN AGENTS 
FOR THE COLONIES, 4, Millbank, London, S.W.1 
quoting M/N/18077 on both letter and envelope 
RAILWAY SIGNALLING AND COMMUNICA- 

TIONS, INSTALLATION AND MAINTEN- 
ANCE A practical guide, especially intended to 
helo Signal Inspectors, Installers, Fitters, Linemen, 
Draughtsmen, and all concerned with installing and 
maintaining Signal, Telegraph, and Telephone Equip- 
ment. 416 pp. Many illustrations. Cloth, 8s. By 
post 8s. 6d. 
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OFFICIAL NOTICES 


Government Railways Department, 
New Zealand 


A PPI ICATIONS are invited for the position of 

Assistant Engineer for signailing work in the 
Signal and Electrical Branch of the New Zealand 
Railways. Applicants must be Associate Members of 
the Institution of Electrical Engineers and be _ be- 
tween the ages of 26 and 35 years. Salary will be 
at the rate of £785 (N.Z.) per annum Applications 
will be received up to December 20 by the HIGH 
COMMISSIONER FOR NEW ZEALAND, 415, Strand. 
London, W.C.2, from whom further details may be 
obtained 


‘6 P! LL“ Punching and Shearing Machine: Shear 
capacity | in. thick plate; punch capacity 


1 in. dia. X 1 in. thick; depth of gap 2 ft. 4 in 
Arranged for direct motor drive, approx. 20 h.p 
required In good condition —Cox & Danxs 


Limitep, Plant & Machinery Dept., Faggs Road, 
Feltham, Middx Phone: Feltham 3471 


60-TON Electric Luffing Crane, 145 ft. jib, to lift 
60 tons at 55 ft. radius, 16 tons at 120 ft 
radius. Height of lift from 50 ft. below to 86 ft 
above rail level. Rail centres 53 ft. Motorised—100 
b.h.p. Lifting and luffing motors, 150 b.h.p 
Travel motor, 400/ 3/50 No slewing motion. _ Illus- 
tration on request.—Cox & Danks LIMITED, Plant 
& Machinery Dept., Frederick Road, Manchester, 6: 
Scapa Works. Wadsley Bridge, Sheffield: Langley 
Green, Oldbury; Faggs Road, Feltham, Middx 


R AILWAY STORE METHODS. By W. H. Jarvis 
Great Western Railway The necessity for 
training officers—Organisation of stores department 
Stores accounts. Cloth 74 in. by 5 in 116 pp 
With diagrams. ¢s. By post 4s. 3d. 


WANTED to commence as soon as_ possible 
Foreman Engineer to take charge of a Wagon 
Repair Yard in the Bristol Area. Competent man 
required, able to control and instruct foreign labour 
Apply in writing to PERSONNEL MANAGER, INTRADE 
LiMiTED, Civil Engineering Contractors, Intrade 
House, Littlke Warley, Brentwood, Essex. 


BRITISH Railway Company operating in Chile and 
Bolivia has the following vacancies :—- 

Assistant Resident Engineer Must be Chartered 
Civil Engineer and have had considerable experience 
in track maintenance and construction and bridging, 
and have held Railway administrative or supervisory 
Post Salary £1,000 p.a., rising to £1,300 p.a. 

Sectional Engineers. Must have had experience in 
maintenance and construction of Railways and Struc- 
tures Salary £750 p.a., rising to £950 p.a 

Chief Draughtsman for Resident Engineer's De- 
partment Railway experience essential Salary 
£750 p.a.. rising to £950 p.a 

Works Manager Must have had training in the 
Locomotive Carriage and Wagon Workshops of a 
recognised Railway and held position of authority 
B.Sc. or A.I.M.E. preferred. Salary £800, £850 and 
£900 p.a. for first three vears 

Contracts for three years to commence and pass- 
ages are paid and free quarters provided Write 
with full details of qualifications and experience to 
Box 1973, c/o Cartes Barker & Sons LtTD., 31 
Budge Row, London, E.C.4 


4-8-2 CLASS “ 15F™ LOCOMOTIVES FOR 

THE SOUTH AFRICAN RAILWAYS 
rhe latest examples of these main-line passenger and 
freight locomotives have becn built by the North 
British Locomotive Co. Ltd Reprinted from The 
Railway Gazette of September 20, 1946 Price 2s 


By post 2s. 2d 








following message from Mr. Alfred Barnes, 
Minister of Transport: “In conclusion. 
Mr. Barnes desires to express his appre 
ciation of the services rendered by the 
company and by all grades of staff work- 
ing under them to the transport of the 
country in the past. He recognises the 
great traditions created and maintained 
by the undertakings to be transferred 
under the Act, and is confident that all 
that is best in those traditions will be 
maintained by those who will shortly be- 
come officers and servants of the British 
Transport Commission.” 


McNamara & Co. Ltd.—At an extra- 
ordinary meeting of McNamara &. Co. 
Ltd. held on November 7, a resolution was 
passed authorising the board to negotiate 
and enter into an agreement for the sale 
of the company’s undertaking to the 
British Transport Commission on such 
terms as the directors might think fit. The 
directors also require the Commission 
to serve a notice of acquisition in respect 
of the company’s undertaking. 

Railway Collisions in Fog.—Three col- 
lisions occurred during the dense fog 
which covered the London area on Nov- 
ember 6. A Southern Railway electric 
train from Waterloo to Chessington col- 
lided at Motspur Park with an up electric 
train from Holmwood. Four persons were 
killed and 34 injured in the collision, 
12 being taken to hospital. Another col- 
lision occurred on the Southern Railway 
at Herne Hill between a Blackfriars to 
Wimbledon electric train and a steam train 
from Ramsgate to Victoria. There was 
one fatal casualty in this collision, and 
16 persons were injured. On the L.M.S.R.. 
a passenger train from Rugby collided 
with a parcels train at Euston Station. 
About 30 persons received slight injuries, 
20 being taken to hospital. 


Transport Commission Members In- 
spect London Transport Canteen.—A new 
London Transport canteen at West Ham 
trolleybus depot was inspected on Novem- 
ber 7 by three members of the British 
Transport Commission—Lord Ashfield, 


Lord Rusholme, and Mr. John Benstead. 
This was their first visit to a London 
Transport depot in their capacity as Mem- 
bers of the Commission. 


They were 


accompanied by Mr. John Cliff, Executive 
Officer for Staff & Staff Welfare, London 
Transport. The new canteen at West Ham 
was opened recently by the Mayor of West 
Ham. It took three years to construct. 
and has been built in as up-to-date and 
attractive a manner as present-day restric- 
tions permit. The former canteen was 
destroyed by a direct hit from a flying 
bomb in July, 1944. 


Junior Institution of Engineers.—The 
annual general meeting is being held today 
(November 14) at 6.30 p.m., at 39, Vic- 
toria Street, London, S.W.1. 


L.P.T.B. Central Line Extension.—The 
Minister of Transport will officially open 
the new Central Line extension of the 
L.P.T.B. to Woodford and Newbury Park 
on December 12. The new service will be 
open for public use on December 14. 

Pullman Car Co. Ltd.——After charging 
profits tax, and providing £59.007 for in- 
come tax, the profit of the Pullman Car 
Co. Ltd. for the year ended September 30 
was £69,236. The company is to pay 
arrears of interest on the 5 per cent. 
income stock amounting to 254 per cent. 

Railway Freight Rebates.—The Trans- 
port Tribunal will sit at 10.30 a.m. on 
November 26, 1947. at Wellington House. 
125-130, Strand, London, W.C.2, to review 
the operation of the Railway Freight Re- 
bates Scheme for the year ended Septem- 
ber 30, 1947. Any railway company ot 
any interested representative body otf 
traders desirous of being heard before the 
Tribunal must file a notice, and any person 
objecting must file a separate notice of 
objection on or before November 20. 
1947. Instructions concerning the filing of 
notices are contained in The London 
Gazette of November 4. 

Transport Legislation in Northern 
jreland.—The Northern Ireland Govern- 
ment hopes to introduce legislation involv- 
ing both road and rail transport in the 
province during the present session of the 
Ulster Parliament. Announcing this in 
the Ulster House. Major Perceval- 
Maxwell, Parliamentary Secretary to the 
Ministry of Commerce, said he could not 
state precisely when legislation would be 
presented, as negotiations had not yet been 


completed. It is likely that the proposals 
will involve the merging of the road and 
rail systems of the province, which has 
been under discussion for some time. The 
adverse consequences of delay in imple- 
menting the proposals were referred to by 
Lord Glenavy, Chairman of the G.N.R.(L.) 
at the annual meeting this year (see our 
March 21 issue). A memorandum distri- 
buted to stockholders, stating the com- 
pany'’s attitude to the proposals, was the 
subject of an editorial note in the same 
issue. 

Thomas Cook & Son: Branches Opened. 

Two London offices of Thomas Cook & 
Son Ltd., at 81. Cheapside, and 145, 
Oxford Street. have been opened recently. 
The former branch. which was put out of 
action by bomb damage, has been repaired 
with a tin roof, and the latter replaces 
offices at 86, Oxford Street which were 
completely destroyed by enemy action. 


Forthcoming Meetings 


November 18 (Tues.).—Institution of 


Railway Signal Engineers, at the 
Institution of Electrical Engineers. 
Savoy Place. W.C.2, at 6 p.m. 


“ Question and Answer Meeting.” 

November 18 (Tues.)—The Inst'tution of 
Civil Engineers, Great George Street. 
Westminster, S.W.1, at 5.30 p.m. 
Debate: “That the flat-bottom rail 
will render the bullhead rail obsolete.” 
For the motion, Mr. E. C. Cookson, 
B.Sc.(Eng.), M.1.C.E. Against the 
motion, Mr. W. J. Scott, O.BE.. 
A.M.LC.E. 

November 18 (Tues.}—The Institute of 
Transport, Metropolitan Graduate & 
Student Society, at the Institution of 
Electrical Engineers. Savov Place. 
WC.2, at6 p.m. “The Influence of 
Passenger Transport on Social Con 
ditions of Town and Country.” by 
Mr. L. M. Nicholson, Graduate. 

November 19 (Wed.)—The Permanent 
Way Institution (London Section), at 
Denison House. Vauxhall Bridge 
Road, S.W.1, 6.30 p.m. “ Relaying 
with Pre-Assembled Track on the 
Southern Railway,” by Mr. A. Dean, 
M.Sc., M.1.C.E. 








Pre-Budget stock markets were qulel 
with a steady undertone and the emphasis 
mainly on British Funds. It was taken for 
granted that Mr. Dalton’s proposals would 
have the effect of making investment 
money move more freely into gilt-edged 
stocks, but there has been a good deal of 
uncertainty whether the Chancellor feels 
there is a reasonable possibility of 2} per 
cent. Consols and Treasury Bonds moving 
up to within sight of par before the end 
of the year. It appears doubtful if this 
will be possible without official support. 
and, moreover, there are still doubts in 
ihe City whether British Transport stock 
is to be medium-dated or long-dated. 
Nevertheless, it is being assumed that the 
Chancellor has not abandoned hope of be- 
ing able to make it a long-dated 23 pe: 
cent. stock. If uncertainty surrounding 
this point were cleared up it seems that 
home railway stocks would go well above 
current market prices. 

Very little selling has been in evidence. 
but some investors who have held home 
rails over a lengthy period are foolish 
enougn to sell and re-invest the proceeds 
in British Funds, despite the advice ten- 
dered by their brokers. It cannot be over 
emphasised that in view of the nationalisa 
tion “compensation ” terms, home rails 
are now for all practical purposes in the 
category of British Funds. Assuming 
British Transport stock were made long- 
dated with 2} per cent. interest. and assum- 
ing that after the big exchange out of home 
rails into this stock, there were heavy sell- 
ing. the fall in the latter would bring down 
with it all classes of British Funds. 

It can be taken for granted that if. it 


Traffic Table 


Railways Miles Week 
Open ended 
Antofagasta ... ; . 834 2.11.47 
Arg. N.E ces . 753 1.11.47 
Bolivar eee see . 174 Oct., 1947 
Brazil! ... — Se . 
B.A. Pacific... ns ‘ 2,771 1.11.47 
B.A.G.S ‘ . 5,080 1.11.47 
B.A. Western 1,924 1.11.47 
Cent. Argentine 3,700 1.11.47 
« eee . 
< | Cent. Uruguay 970 1.11.47 
© | CostaRica ... 262 Sept., 1947 
< Dorada oo5 70 Sept., 1947 
— Entre Rios 808 1.11.47 
© GW. of Brazil 1,030 1.11.47 
<. Inter. Ctl. Amer ; 794 Sept., 1947 
5 La Guaira aie 22% Oct., 1947 
Leopoldina ... 5 |. C018 1.11.47 
Ps Mexican . 483 31.5.47 
© | Midland Uruguay 319 Sept., 1947 
3 | Nitrate ‘ : 382 31.10.47 
“1 N.W. of Uruguay : ; 113 Sept., 1947 
Paraguay Cent : ‘ 274 31.10.47 
Peru Corp. ... ” .| 1,059 Oct., 1947 
| Salvador ee - ‘ 100 Aug., 1947 
| San Paulo ; én 1534 
Taltal ... : ‘ 156 Oct., 1947 
United of Havana ; 1,301 6.9.47 
Uruguay Northern ... ¥ 73 Sept., 1947 
«o 
3 , Canadian National ... .-- 23,535 Sept., 1947 
¢ \ Canadian Pacific ia +» 17,037 Sept., 1947 
OU 
Barsi Light? ... - aie 202 Sept., 1947 
Beira ... ; oni 204 Aug., 1947 
w | Egyptian Delta’ = 607 30.9.47 
3 | Manila : ~ 
z=] Mid. of W. Australia s - 277 Sept., 1947 
A Nigeria noe — ... 14,900 Aug, 1947 
Rhodesia ses a .. 2,445 Aug., 1947 
South African : oosl CBee 4.10.47 
Victoria ae oe .. 4,774 June, 1947 


THE RAILWAY 


Railway Stock Market 


is decided that British Transport is to be 
long-dated with 24 per cent. 
Dalton will make every effort 
any heavy fall in the price, 
would be a death-blow 
nent’s cheap money policy. 
be 


course, that it cannot 
vill not be a reaction 
After changing hands 


earlier this year, 


gp 


when official support 
market was withdrawn. 


Nevertheless, from 
point of view the main effect 
get seems likely to be to stimulate British 
Funds at the expense of industrial shares. 
In the circumstances, 


it is only logical for 
clients not 


brokers to advise their 
home rails, bearing in mind the possibility 8s. 
that they will approximate to their take- 174, 


over levels before the end of the year, 
also the chance that final dividend pay- 
ments in respect of the ordinary or equity 
stocks may contain a number of surprises. 
As mentioned before, 
indicating the position in regard to the final 
dividend payments (which seems very diffi- 
cult to define in view of the stipulations of 


the Transport Act) 


an official statement 


the 


in British 
at virtually 
per cent. Treasury 
Bonds fell to 80 some months afterwards, 
for the gilt-edged 


stockholders as early as possible. 


There has been more business in Argen- 
time showed al! 
rumours that 


tine rails which at 


one 
round response to renewed 
the U.K.-Argentine financial talks had been 
and that ratifica- 


completed successfully, 


tion of the railway agreement by 


would follow. It now 


rumours are premature, 
being that ratification of the rail agreement 


CAZETTE 


interest, 
to prevent 
because this 
to the Govern 


assumed there 
Funds. 


stock market 
of the Bud- 


to sell 


Argentina 
appears that these 
fhe current 






is unlikely 
Mr. month. 


par their pay-out money. 


Central 
debentures 


figures. 


touching 


Iron and _ steel 
more attention 


Uruguay 
have remained 
23 and 68 respectively, 
prospects continuing, while in other 
tions, Antofagasta ordinary were 113 
the preference 
United of Havana 1906 debentures became 
steadier at 15}. 
ence 
tion, 
9d. 


more 


10s. 


to 


£63. 


ordinary 


November 14, 1947 


and se 


active ar 


active 


around 





until towards the end of the 
Ordinary and preference stocks 
have not held all the rally shown at 
end of last week, but on the other 
debenture 


the 


hand, 
dtocks attracted attention 
It is true, of | cause they are still eight points below their 
share-out levels and they -will be the first 
of the Argentine railway stocks to receive 


be- 


cond 
und 
talk of take-over 
direc- 


with 
61. 


Manila Railway prefer- 
attracted further speculative a 


before 


reacting 
Canadian Pacifics were bette 
and gains of up to a point were 
and corded in French railway sterling bonds. 


ten- 

to 

at 
re 


shares attracted rather 


latest 


26s. 6d. 


better 


annual 


coal 

Dorman Long at 27s. 
the preferred ordinary up to 46s. 3d., 
responded to the company’s big Tees-side 
should be made to plans, and Colvilles moved up to 28s. 
United Steel 


and again moved higher on 
balance, stimulated by the good impression 
created by the 


production 


6d., 


Awaiting 


Guest 


trend, 


Keen, 


with 


have 


and 
the 


dividend announcement, Tube Investments 
strengthened to 
cashire Steel and Stewarts and Lloyds par 
ticipated in the 


Lan 


although 


earlier gains were not fully held. T. 
Ward at 46s. 6d. 
statements at the 


strengthened on 
meeting. 


W. 


the 
North 


view British Locomotive were active with deal 


ings close on 27s. 


and Stock Prices of Overseas and Foreign Railways 


Traffic for week 
a Inc. or dec. 
shite veer compared 
vee with 1945/46 
£ £ 
48,790 17,450 
ps.386,500 +-ps.102,600 
$105,321 $9,383 


ps.2,600,000 +ps.245,000 
ps.3,125,000 ps.65,000 
ps.1,533,000 + ps.278,000 


ps.3,550.255 + ps.426,055 
29,630 14,497 
29,550 + 6,868 
30,200 + 7,100 
ps.471,400 +ps.92,800 
41,000 4+ 6,100 
$899,119 + $177,926 
$87,799 $18.478 
66,899 5.433 
ps.1,464,000 +ps.459,100 
15,425 — 6,210 
6.528 — 3,765 
6,275 - 293 
G69,952 + G19,060 
178,377 + 25,140 
c82,000 — 26,000 
7,855 4 960 
57,974 + 12,420 
1007. — 211 
9,120,750 + 513,750 
6,943,250 + 463,500 
20,947 4 5,362 
113,063 + 20,637 
17,756 — 829 
21,251 4 2,575 
383,331 — 10,000 
585,421 + 101.269 
1,292,434 + 21,579 
1,110,647 — 86,014 


of Week 


No. 


Aggregate traffics to date 


Totals 
19467 19456 
£ £ 
| 872.240 1,477,930 
ps.5,954,900 ps.5,601,500 
$1 ,073,35i $1,084,538 


ps.45.285,000 
ps.58,663,000 
ps.24,925,000 
ps.60,034,660 


566,366 


$9,911,187 
$1,075,894 
2,919,548 
ps.7,706,200 
49.070 


Gi, 016, 023 
696,140 
c157,000 


24,270 
597,603 
3,255 


80,943,000 
58,232,250 


159,525 
1,040,485 
296,832 


58,967 
1,722,335 
6,143,623 

33,279,017 


ps.39,533,000 
ps.57,847,00C 
ps.21,547,000 
ps.55,785,025 


646,818 
81,332 
279,875 
ps.7,445,400 
1,247,100 
$8,024,842 
$1,165,843 
2,655,245 
ps.13,441,600 


6190, 000 


20.155 
541,437 
3,825 


72,529,500 
53,661,750 


144,900 
859,846 
309,781 


48,624 
1,883,646 
5,633,517 

29,915,988 


+ Receipts are calculated @ Is. 6d. to the rupee 


| 


Increase or 
decrease 
£ 
+ 394,310 
+  ps.353,400 
-- $11,187 
+ ps.5,752,000 
+ ps.816,000 


+ ps.3,378,000 
+ps.4,249,635 


80,452 


b+ bE btitti++ti t+! 
rN 
oa 
> 
w 
o 
w 
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> 
uw 


++ 
>»o@o 
aes 


14,625 
180,639 
12,949 


10 ,343 
161,311 
510,106 
3,363,029 


++ 


++1+ 


Shares 


or 
Stock. 


Ord. Stk. 


6 p.c. Deb. 


Bonds 
Ord. Stk. 
Ord. Stk. 


Did. 
Ord. Stk. 


I Me Deb. 


Ord. Stk. 
Ord. Stk. 


5 p.c. Deb. 


Ord. Stk. 
Ord. Stk. 


Ord. Sh. 
Pr. Li.Stk. 
Pref. 
Ord. Stk. 


Ord. Sh. 
Ord. Stk. 


Ord. Stk. 


Ord. Stk. 
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Prices 
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